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Train Accidents in March. 








The following accidents are included in our record for the 
month of March : 
REAR COLLISIONS. 


Early on the morning of the Ist a freight train on the 
Philadelphia & Reading road ran into the rear of a coal train, 
which was going into a siding at Exeter,Pa. The att en- 
gine and several cars were damaged and 30 coal-cars piled up 
in a bad wreck, and the road blocked several hours. There 
was a thick fog at the time. 

On the morning of the Ist a freight train on the Interco- 
lonial road ran into the rear of a preceding freight, which had 
stuck in a snow-drift near Tartague, P. Q., damaging sev- 
eral cars. 

Shortly afterward, a special mail-train following ran into 
the rear of the second freight, damaging the engine and two 
cars. Both conductors claim that they sent back the re- 
quired signals, but they were not seen. 

On the morning of the lst a freight train on the Lake 
Shore & Michigan Southern road ran into the rear of a pre- 
ceding freight at Twenty-third street in Chicago, damaging 
the engine and wrecking one car. 

On the morning of the 4th a passenger train on the New 
York Elevated road ran into a poem train, which had 
been stopped by a telegraph wire falling across the track 
near the Hanover Square station, in New York. A car was 
damaged. 

On the afternoon of the 4th a freight train on the Balti- 
more & Ohio road ran into another freight which was 
going in on a siding at McKeesport, Pa, Several cars were 
sare Ta and the engine upset and badly damaged. 

On the night of the 6th a freight train on the Milwau- 
kee, Lake Shore & Western road ran into some cars which 
had been blown from a siding out upon the main track near 
Kaukauna, Wis. The engine and several cars were badly 
damaged. 

On the morning of the 7th a local passenger train on the 
Central Pacific ran into the rear of a freight train at Oak- 
land Point Crossing, Cal. The engine and four freight cars 
were wrecked and the engineer slightly hurt. There was a 
dense fog at the time. 

On the night of the 8th a freight train going on a siding at 
Waverly, N. Y.,on the New York, Lake Erie & Western 
road, ran into another freight already standing there, doing 
some damage. The engineer was hurt. 

On the morning of the 10th a freight train on the New 
York, Lake Erie & Western road ran into the rear end of a 
pusher, which was standing on the track at Graycourt, 
N. Y. Both engines were damaged. 

On the morning of the 11th a passenger train on the Chi- 
cago, Rock Island & Pacific road ran into the rear of a 
freight train at Englewood, Ill, wrecking several cars, kill- 
ing one brakeman and injuring another. 

On the morning of the 13th a nger train on the Ger- 
mantown Branch of the Philadelphia & Reading road ran 
into the rear of a pe passenger train, which had 
stopped at Broad street in Philadelphia. Only slight damage 
was uone. 

On the night of the 19th a freight train on the Lake Shore 
& Michigan Southern road broke in two near Clyde, O., and 
the rear cars afterward ran into the forward ones, wrecking 
five cars. 

On the morning of the 21st a freight train on the New 
York Central & Hudson River ran into the rear of 
another freight, which was standing on the track iu the yard 
in Utica, N. Y. The engine and ps Then were da ed. 

On the 22d a freight train on the Grand Rapids & Indiana 
road ran into the rear of a preceding freight at Po 
Lake, Mich. The engine and several cars were dam ; 
the wreck caught fire and a car was burned up. 

On the afternoon of the 22d a passenger train on the New 
York Elevated road ran into the rear of a preceding train, 
which had stopped at the Rector-street station in New York. 
A car was damaged, a brakeman ro and a man in the 
street below bedly hurt by some of the wreck falling on 
him. 

On the afternoon of the 22d a passenger train on the 
Boston & Albany road ran over a misplaced switch and into 
me rear of a freight train standing on a siding, doing scme 

amage. 

Early on the morning of the 24th a freight train on the 
Baltimore & Ohio road ran into the rear of a precedin 
freight, which had stopped near Mt. Airy, Md., to avoi 
another train, whose engine had broken down. The engine 
was slightly, and two cars badly broken, blocking the 
road three hours. The forward train sent out a signal, but 
it was not seen. 

On the morning of the 24tha freight train on the North- 
ern Central road ran into a preceding freight, which had 
stopped on the main track near Harrisburg, Pa. The engine 
of the second train was thrown over and. several cars were 
piled up in a deep cut, making a bad wreck. The engineer 
and fireman were hurt. The first train had sent back a flag, 
but the man did not go far enough to stop the second train 
in time. 

On the morning of the 25th a freight train on the New 
York, Lake Erie & Western road ran into a preceding 
freight near Cuba, N. Y., damaging the engine and two 
ears. The wrecked caboose was burned up. It is said that 
the engineer of the rear train was taken very sick suddenly, 
and was unable to control or stop his engine. 

On the 29th an me train on the Boston & Albany road 
ran over a misplaced switch and into the rear of a freight 
train standing ona siding at East Brookfield, The en- 
gine and two freight cars were badly broken. 

On the 31st a freight train on the Central Vermont ran 
into a preceding freight near Richford, Vt., wrecking seve- 
ral cars and killing a man in the ca’ ’ 

BUTTING COLLISIONS. 

On the evening of the 8th a passenger train on the New 
York Elevated road ran over a ey, and into an 
engine, which was moving up a siding at the City Hall sta- 
tion in New York. Both engines were damag 
track blocked for a time. 

Early onthe morning of the 12th, on the Union Pacific 
road, at Red Desert, Wy., there was a butting collision be- 
tween two passenger trains, by which both engines were 
damaged and an engineer badly hurt. There was a heavy 
snow storm at the time. ' 

On the morning of the 15th there was a butting collision 
r train on the West 


, and one 


between a jal and a regular passenge 
Chester & Philadelphia road near Gray’s Ferry bridge in 
Philadelphia. Both engines anda car were 'y broken, a 


baggage-master and four passengers hurt, among them the 
President of the road, who was on the i dispatch 
had been sent to hold the regular train, but it reached the 
station just after the train had left. 





On the afternoon of the 17th there was a butting collision 
between two freight trains on the Lake Shore & Michigan 
Southern road near LaPorte, Ind. Both engines were ly 
damaged and one of them thrown over into the ditch. 

On the 26th there was a butting collision between two pas- 
senger trains on the Union Pacific , near Laramie, om 
fer. Both engines were badly broken and an engineer fa- 
tally injured. 

DERAILMENTS, BROKEN RAIL. 

On the evening of the 1st the engine of a coal train on the 
New York, Lake Erie & Western road was thrown from the 
track in Middletown, N. Y., by the breaking of the guard- 
rail in a switch. The road was blocked two hours, 

Me early on the morning of the 8th a freight train on 
the Chicago, St. Paul & Minneapolis road struck a broken 
rail near Eau Claire, Wis., and ten cars were thrown from 
the track. A brakeman was hurt. 

On the night of the 15th a freight train on the Burlington, 
Cedar Rapids & Northern road struck a broken rail at 
a bridge near Shell Rock, Ia., and seven cars were thrown 
from the track. Five of them went down a high bank, and 
the other two ran upon a bri and fell over into the 
stream below, making a bad wreck. 

On the 31st a freight train on the Chesapeake & Ohio road 
struck a broken rail when F entering on a bridge over the 
Guyandotte River near Huntington, W. Va. A car was 
thrown from the track and ran into one of the bridge trusses, 
knocking it down, and eight cars went down, falling on the 
river bank. The wreck caught fire and was burned up. 


DERAILMENT, BROKEN AXLE. 
On the evening of the 27th the tender and baggage car of 
a passenger train on the New Jersey Midland road were 
thrown from the track near Ogdensburg, N. J., by a broken 
axle, blocking the road some time. 


DERAILMENT, BROKEN WHEEL. 

On the afternoon of the 30th a construction train on the 
Atchison, Topeka & Santa Fe road was thrown from the 
track near Las Vegas, N. M., by a broken wheel, blocking 
the road five hours. 

DERAILMENT, BROKEN TRUCK. 


On the morning of the 22d acar of a passenger train on the 
Cincinnati, LaFayette & Chicago road was thrown from the 
track near Montmorenci, Ind., by the breaking of a truck 
under the baggage car. 

DERAILMENT, BROKEN BRIDGE. 


On the 7th a trestle bridge on the Seattle & Walla Walla 
road, at Little Lake, Wash. Ter., gave way under a train, 
and the engine and 18 cars wentdown, and were piled up in 
a bad wreck. One man was killed and three others hurt. 

DERAILMENT, SPREADING OF RAILS. 

On the morning of the 11th a New York express train on 
the North Penn & Bound Brook Division of the Philadel- 

hia & Reading road was thrown from the track at Nice- 

wn, Pa., by the spreading of the rails. The engine went 

down a bank, and the smoking car left the track, but re- 
mained on the ties. The fireman was hurt. 
DERAILMENT, WASH-OUT. 

On the 29th four cars of a passenger train on the Chicago, 
St. Paul & Minneapolis road went into a wash-out near 
Menomonee, Wis., the engine having passed over safely. The 
baggage and mail cars were badly broken and the baggage- 
man burt. 

DERAILMENT, SNOW. 

On the afternoon of the 26th the engine of a passenger 
train on the St. John & Maine road ran off the track in a 
snow-drift at Gregory’s Crossing in Carleton, N. B., block- 
ing the road several hours. 

DERAILMENT, WIND. 

On the afternoon of the 27th part of a passenger train on 
the Indianapolis, Decatur & Springfield road was blown 
from the track by a tornado, near Cherry Point, Ill., block- 
ing the road two hours. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 

Early on the morning of the 5th a passenger train on the 
Pittsburgh, Cincinnati & St. Louis road ran into a tree 
which had been blown down across the track near Richmond, 
Ind., during a storm. The engine and three cars were 
thrown from the track, and the engineer hurt, 

On the 24th a construction train on the Western North 
Carolina road struck a large rock which rolled down upon 
the track from the side of a cut just as the train was ng, 
near Swannannoa, N.C. A car was wrecked, killing two 
of the convicts at work on the road and one of the guards 
with them. 

DERAILMENTS, CATTLE. 

On the morning of the 8th a freight train on the Cleveland, 
Columbus, Cincinnati & Indianapolis road ran over a horse 
which had stuck fast in a bridge at Fortville, Ind. The en- 

ine was thrown from the track, but very little damage was 

one. . 

On the morning of the 12th a freight train on the Scioto 
Valley road ran over a horse which had got fast in a cattle- 
guard near Hopetown, O. The engive was thrown from the 
track and upset in the ditch and eleven cars were piled up on 
top of itin abad wreck. The fireman jumped, but was 
caught under the engine and fatally hurt. A man stealing a 
ride was killed. 

On the evening of the 13th, as a pusher-engine on the 
Central Pacific road was running light near Terrace, Nev., 
it struck a cow and was thrown from the track, falling over 
on its side. The engine was badly damaged and three men 
who were on it were slightly hurt. 

On the 29th a freight train on the Baltimore & Ohio road 
ran over a cow near Barnesville, O., and six cars were thrown 
from the track and badly broken. 

DERAILMENTS, MISPLACED SWITCH. 


On the evening of the 10th the engine and three cars of a 
freight train on the Pittsburgh & ke Erie road were 
thrown from the track at Beaver Falls, Pa., by a misplaced 
switcb. 

On the coseing.t the 27th a freight train on the Indiana, 





train doubled up in the middle, throwing 19 cars off the 
track over the side of the bridge into the Schuylkill River. 
A brakeman went over and was slightly hurt. 

On the afternoon of the 9th the rear car of a passenger 
train on the New Orleans & Mobile road was thrown from 
the track in Mobile, Ala., by a switch which had been left 
unfastened and was jarred open by the passage of the train. 

On the morning of the 10th a car of a passenger train on 
the Pittsburgh Southern road ran off the track near Castle 
Shannon, Pa., and tipped over against a bank, shaking up 
the passengers pretty well, but not hurting any of them 
seriously. 

On the 11th two cars of a freight train on the Evansville, 
Henderson & Nashville Division of the Louisville & Nash- 
ville road ran off the track at Baker's station, Tenn., and 
were wrecked. 

On the 15th a D gra train on the St. Paul & Sioux 
City road ran off the track near Hersey, Minn., doing some 
dainage and injuring two passengers slightly. 

On the morning of the 16th a passenger train on the 
Houston & Texas Central road ran off the track near Dallas, 
Tex., all the cars running off and leaving only the engine on 
the rails. . 

On the night of the 17th an oil train on the Lehigh Valley 
road ran off the track at Penn Haven Junction, Pa. A car 
was wrecked, the oil caught fire and five cars were burned 
up. 

On the morning of the 18th a train on the Canfield loggin 
road at Hobart, Mich., ran off the track and was wrecked, 
injuring three men badly. 

On the 19th, as a freight train of six car3on the Denver, 
South Park & Pacific road was going down the steep grade 
near Kenosha Summit, Col., the brakes failed to hold and 
the train ran down at a great speed, finally jumping the 
track at a curve at the foot of the grade. The whole train 
was piled up in a bad wreck, injuring three train-men. 

On the 22d a passenger train on the Western North Caro- 
lina road was thrown from the track near Catawba, N, C., 
and the rear car upset, injuring a passenger. 

On the afternoon ot the 24th three cars of a freight train 
on the New York & New England road ran off the track 
near Terryville, Conn., blocking the road several hours, 

On the afternoon of the 26th an oil train on the Buffalo, 
New York & Philadelphia road ran off the track near Bul- 
lock’s Mill, Pa., where some trackmen had taken up a rail 
for repairs and had put no signal out. Several cars were 
wrecked and the oil caught fire, burning up two cars and 
damaging the engine. 

On the 31st the engine of an express train on the Intercel 
onial road ran off the track at Debert Bridge, N. S8., and up- 
set, falling off the bridge into the stream below. There was 
a heavy snow falling at the time. 

OTHER ACCIDENTS, 

On the morning of the 19th the engine of a passenger train 
on the New York, Lake Erie & Western road broke a con- 
necting rod while passing through Paterson, N. J., doing 
some damage and delaying the train for a time. 

On the afternoon of the 19th the engine of a passenger 
train on the Pennsylvania Railroad broke a parallel rod when 
near Waverly, N. J. doing some damage and delaying the 
train for a time. 


This is a totel of 65 accidents, whereby nine persons were 
killed and thirty-three injured. Six accidents caused the 
death of one or more persons ; 16 caused injury but not 
death, while in 438, or 66.2 per cent. of the whole number, 
there was noinjury serious enough for record, The record 
of casualties is unusually light. 

As compared with March, 1879, there was an increase of 
four accidents ; a decrease of five in the number killed, and 
of 17 in that injured. 

These accidents may be classed as to their nature and 
causes as follows : 


COLLISIONS : 
Rear onllisions.........--ccess ‘ ° P el 
Butting collisions... .... ee saw mbes Lede See eee eaiebeee 5 

DERAILMENTS : 
promen fail..........0. ahaneba ivubaadndhascet eres 4 
Broken axle............ ve entice 1 
Broken wheel 1 
Broken truck 1 
Broken bridge an ; S 1 
Spreading of rails...... Peariee 1 
i dccrona¢ecceadbs 1 
Snow vou j F " ; wong 
Wind.. seoee Sener rsks > eeceenee peaen ide 1 
Accidental obstruction..... i xe neat - : 2 
Cattle on track.............. 4 
Misplaced switch........ 3 
Malicious obstruction. .. 1 
Rail out for repairs...... ; 1 
Loose switch....... oink eee 1 
Sudden stop of long train... 1 
Unexplained 1 


| 
= 
& 


Broken connecting-rod “ : ’ Recs saa Se 


, ER eee ies sexeaps tater 

The proportion of collisions was somewhat greater than 
usual, being over 40 per cent, of the whole number, Three 
collisions were caused, by misplaced switches; two by fog; 
one each by a train breaking in two, by cars blown ont of a 
siding and by failure to receive or obey orders. It seems 
probable that several were caused by failure to send back 
signals or want of judgment in not sending them far 
enough. 

Of the whole number of accidents, 13 may be traced to de- 
fects or failures of road or equipment; 5 directly to the ele- 
ments or the weather; 6 to accidental obstructions that 


could hardly be foreseen or prevented; ~%8 to carelessness or 


defects of management; 1 was maliciously caused, and 11 
are unexplained. 
The division according to classes of trains is as follows: 


Bloomington & Western road was thrown from the track at Colli Derail- Other 

— I)., by a misplaced switch, blocking the road several | 4 ecidents: sions meats, Accidents, Total, 
gr via | To passenger trains. 2 7 5 2 24 
On the afternoon of the 30th the engine and three cars of Toh passenger and afreight... 5 rs, 5 

a passenger train on the Atlantic, Gulf & West India Transit | To freight trains............ 15 21 236 

road were thrown from the track by a misplaced switch at | Total a a. - _ 

Burrin’s Mill, Fla. Only slight damage was done, but the) (a. cities: ae 

road was blocked several hours. | Killed by ... ; 3 6 9 

DERAILMENTS WITH MALICIOUS INTENT. Injured by... venees 13 20 . 33 

On the night of the 25th a passenger train on the Wil-| Total 16 26 42 


mington & Weldon road ran into some rails Jaid across the 
track by some persons unknown, and the engine was thrown 
from the track, blocking the road an hour. 
DEXAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 
On the 2d a freight train on the Illinois Midland road ran 
off the track near Mackinaw, IIL, and three cars were 


wrecked. 7 
On the afternoon of the 3d, asa long coal train on the Phil- | 


adelphia & Reading road was crossing the Falls bridge in 
Philadelphia, the brakes were put on very suddenly and the 


| 
| 


As to time, 44 accidents occurred In daylight. 14 in darl- 
ness, and in 7 cases the hour is not definitely recorded. 
There seems to have been an unusually small number of 
night accidents. 

March wasa month of very varied weather in different 
parts of the country, having a few snowstorms as heavy 
as any during the past winter and also 
like days. 


ome very 


Under these circumstances we find 
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WALSCHAERT VALVE-GEAR 









































Designed by Mr. Charles Brown, Managing Director Swiss Locomotive and Engine Works. 


dents generally peculiar to the summer, such as cattle on 
track, while there are several reminders of winter, as in 
the snow accidents and broken rails. Misplaced switches 
caused six accidents, three collisions and three derailments, 
a somewhat smaller number than have appeared from this 
cause for several months. A familiar old piece of careless- 
ness appears in the removal of a rail by trackmen who 
failed to put out tbe usual signals. Only one malicious | 
derailment is recorded. | 

The chief lesson of the month appears to be in the large | 
number of rear collisions, For some of these causes are as- | 
signed, but most of them seem to result simply from the | 
custom of driving freight trains too fast, or keeping them too | 
close together when running in gangs. Too often when a 
train is stopped unexpectedly from a break-down or any | 
other cause, its extras are following too closely to admit of 
signaling them in time, and a collision follows. Where 
there is a block system of course this is impossible, but so 
very few roads have the block system that this whole mat- 
ter is left very much to the discretion of train-men, and, 
where discipline is lax, the hope of gaining a little time is apt 
to prevail over all other considerations, 

For the year ending with March the record is as fol- 
lows: 


MOGs 60 0404. 442:45)0000)0 bane eee 5 
RR res es 37 5 20 
. MEP eee eee 64 18 55 
July.... aie ET er ne eee ee 81 14 54 
August sob 0 ‘epbne tet’ bree Marines akira 19 59 
te enna REET ee 78 8 47 
October 93s 0d's:0-0'841 nea Ae 104 35 96 
mennenene TET ee Te RY 86 16 
Nn RE EE as eI 69 18 72 
January. 056 endeeens obak Ikea DAenee 62 11 50 
ch et ee ie Oe 64 16 49 
BNO, 0s 605 cenesndelit cleo 65 9 33 
T Tae o Sigdeasaaed 839 173 626 
fotals, same months 1878-79..... 811 216 R40 


The averages per day for the month were 2.10 accidents; 
0.29 killed, and 1.06 injured; for the year they were 2.29 
accidents, 0.47 killed, and 1.71 injured. The average cas- 
ualities per accident were, for the month, 0.164 killed and 
0.508 injured; for the year, 0.206 killed and 0.746 injured. 
The casualties for the month were much below the aver- 
age. 





Walschaert Valve-gear. 





We give with this number engravings of this form of valve- 
gear, which has been employed by Mr. Charles Brown, of 
the Swiss Locomotive Works at Winterthur, Switzerland. 
The engravings are copied from Engineering. These are 
given for the reason that this form of valve-gear is so little 







































































known here, and in this case it has been worked out very 
neatly and proportioned with great skill. The engravings 
need very little explanation. Fig. 1 is a side elevation, fig. 


2 a plan, fig. 3 the details of counterbalance spring, fig. 4a 
section through A B of fig. 1 and fig. 5 a section through 
C Dof the same figure. 

It will also be noted that the Allen valve is used with this 
gear. It is a singular fact that this, although an American 
invention of which the patent is expired, is generally used 
in Europe, but is almost unknown here. 

There is a strong prejudice here against outside valve- 
gear, growing out of the fact of the awkwardness 
and instability of link motion when the eccentrics 
are put outside the wheels. This objection, however, 
does not exist when the Walschaert valve-gear is used, and 
for many kinds of engines it is suited very much better than 
the link motion. There is no material difference between 
the movement imparted to the valve by this gear and that 
ordinarily used, the chief one being that the lead of the 
valve is uniform with this, whereas, with an ordinary link, 
it is variable. The engravings are well worth studying by 
all who are interested in the construction of the locomotive. 


\- i 


Sontributions. 


Setting Slope Stakes. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Setting slope stakes on railroad or other work is considered 
by engineers as the most tedious part of their field duties, 
and they would gladly avail themselves of any plan by 
which the process could be materially shortened. A plan 
has suggested itself to me, and to explain it, let us suppose 
that having the stakes to set for an embankment ona tan- 

| gent and with a continuous grade, we, in the first place, set 

in the usual manner, with the level and rod, the slope stakes 
right and left where you wish the first cross-section. Then, 
leaving them for the present, go to the other end of the field 
and set the stakes on the cross-section nearest to grade at 
that end. 

Then, abandoning your level for the present, take a com- 
mon sighting-pole and place the point of it in the ground at 
the last slope-stake set; but instead of being upright, let it be 
at an angle or slope of 11¢ to 1 across the line which will be 
determined by a pocket clinometer or by a right-angled tri- 
angle with properly-proportioned sides and a plumb line, or 
a small level bubble could be inserted in the pole, as in a ma- 
son’s level. If necessary, a crotched stick or twig could be 
used to support the end of the pole. 

Then, standing behind the pole and sighting over it to the 
corresponding stake at the other end of the fill, you will have 
defined an inclined plane in which all the intermediate stakes 

| must be set, and the operation of setting them becomes as 
simple and rapid as sighting in grade points after you have 
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the grade-boards set, or of sighting ina lineof centre stakes, 
the only difference’ being that the planes are at different 
angles to the horizon. 

It being so easy to set the stakes, the ground is much more 
likely to be thoroughly cross-sectioned. 

To find the amount of filling at the stakes, it is only 
necessary to measure from the centre line of the road-bed to 
each slope-stake with a “*‘ Ward’s engineer’s tape.” and read 
off the feet and tenths of fill and mark your stake and eater 
it in your book, without any calculation. 

‘*Ward’s engineers’ tape ” is, like the ordinary tape on one 
side, divided into feet and tenths ; but the other side has its 
divisions 1!¢ ft. long, which are subdivided into ten parts. 
This division or marking is not commenced at the end of the 
tape, but enough is left, divided into feet, to represent the 
half width of road-bed. 

This tape saves much time and many errors in setting slope- 
stakes with the level, as there is no tedious adding of the cut 
or fill and the half cut or fill and the halfwidth of road-bed 
together perhaps several times over before you find the pro- 
per place for thestake. * 

JERSEY City, 1880. 





The Gould Speculations. 





Ina long article on this subject, The Public of April 15 
assumes to give, but not authoritatively, the course of the 
purchases of railroads and interests in railroads by Jay 
Gould and associates during the past year, from which we 
copy the following, as showing approximately the chronol- 
ogy of these great stock movements. We will premise, how- 
ever, that it is not our understanding that these operations 
have been made by the same body of associates, or that they 
have all remained under one general contract. The method 
in which the properties are conducted indicates that Mr. 
Gould has realized on each of his speculations before under- 


taking a new one; that he has not now any large 
interest in the Wabash, St. Louis & Pacific, butt 
that his active control is now limited to the Missour 


Pacific and the Missouri, Kunsas & Texas; while the Union 
Pacific, however large Mr. Gould’s interest in it may be, is 
substantially controlled by Mr. Dillon, On the other hand, 
while the indications are that Gould has ceased to direct the 
policy of the Wabash and the Union Pacific, there are no 
signs that he is not inclined to act harmoniously with the 
present active managersof those companies, and he is 
doubtless ready to make any combination with them which 
will improve the value of his securities; only, he may make 
such a combination with some one else if he can do better by 
it. But this is simply animpression gathered from such acts 
of management as have appeared on the surface. Men en- 
gaged in speculation usually keep their own counsel, and 
Gould hascertainly been successful in doing this: 

The developments began with the sale of 100,000 shares 
of Union Pacific stock at about 75 cents, in February, 1879. 
Thereby Mr. Gould realized about $7,500,000, while retain- 
ing stock worth nearly as much more, and enough with that 
held by friends to insure his control of the road. Withina 
fortnight thereafter the purchase of the Kansas Pacific by 
the Union Pacific pool was announced. The stock had been 
selling at 12, and a majority interest might have cost $600,- 
000. The stock immediately rose to 22, in April to 60, and 
in November to 92, when the profits on the investment were 
about $4,000,000. At almost any time after the purchase 
more than the amount paid could have been borrowed on 
the stock, and at the ciose of the year six or seven times the 
amount paid. Why should a man sell at all, under such 
circumstances ¢ It does not appear that Mr. Gould has ever 
sold, but the party recovered by consolidation with the 
Union Pacific about as many shares in that road as Mr. 
Gould sold, at a cost of less than one-sixth of the amount 
paid him. 

April 22 the Wabash road passed into the hands of the 
Union Pacific party. Its stock had been selling at 18, and 
two-thirds of it could have been bought for $1,000,000, 
Before the end of that month it sold at 34°4, in May for 
39%, and in November for 62!¢. More than the cost could 
have been borrowed on the stock directly after the transfer, 
and nearly three times the cost before the end of the year. 
Why should a man sell a property of that sort? It does not 
appear, though rumors to that effect have been circulated 
by the thousand, that Mr. Gould has ever sold a considera- 
ble part of his stock in this company. But about the time 
the Wabash was secured, it was discovered that Mr. Gould 
had been privately buying large blocks of the St Louis, 
Kansas City & Northern stock, then selling at 7!¢ for 
the common and 80 for the preferred. In a short time 
it was known that he and his associates had secured 
a majority, which could not have cost more than 
$450,000 for the common and $1,800,000 for the pre- 
ferred. Both doubled in price soon, and prior to consolida- 
tion were worth 47 for the common and 72 for the preferred. 
Here were profits on a majority of both stocks amounting to 
$4,800,000, but why should any holder have sold, when he 
could easily borrow on his stock more than twice its cost / 
Thus far, only $3,850,000 had sufficed to purchase the con- 
trol of the three roads from Denver to Toledo—about half 
the sum received for Union Pacific stock—but the visible 
profits had been about $11,000,000, and about three times 
the cost of all the stocks could have been borrowed on them 
in long loans before the year closed. If they were worth 
anything to anybody else to buy, were they not worth more 
to the Wabash party to hold ¢ 


Heavy Importations End the Iron Boom. 


The news which we print this week on our first page aud 
elsewhere in our market quotations records the important 
fact that the ‘“‘iron boom” which has existed in the United 
States since July of last year has come toanend. The cli- 
max of excitement and speculation was reached in February, 
and since then prices have been gradually weakening and or- 
ders decreasing, Two leading causes of the turn in the tide 
have for some time been operating with full force; one of 
these was increased production, and the other was largely in- 
creased importations. Sooner or later these influences would 
be masters of the situation. The country could consume so much 
iron and no more. So long as the supply was below the de- 
mand prices continued steadily to advance; when it became 
equal to the demand, or exceeded it, prices had to fall. The 
heavy importations of January, February and March over- 
loaded the market in some lines, and Pe at first weakened 
and then went down with arun, The decline in pig iron 
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| has been $10 a ton; in bar iron, from 4 to 3,4, cents a pound; 

in old rails, from $45 to $35 a ton; in new iron rails, from 
367 to $60 a ton; in steel rails, from $85 to $75 a ton. Prices 
have correspondingly declined in British markets; or, more 
correctly, it was the decline in prices in British markets in 
| order to effect sales on this side that caused the decline here. 
| The latest advices from the other side indicate a good deal 
of demoralization in English and Scotch markets. 

The problem to be worked out by the iron and steel man- 
ufacturers of this country during the present spring and 
coming summer is a very simple one. x large quantity of 
iron and steel will be required by our new an old railroads, 
our Western farmers and other consumers. No man need to 
lie awake at night worrying about a possible decline in the 
consumption of iron and steel. There will be no such re- 
action. The country is prosperous, and it is going to stay 
prosperous for along time to come. Who shall supply it 
with iron and steel ‘—the domestic manufacturer or the 
foreign manufacturer. This is the problem to be solved. 
All other troublesome questions in the iron trade have been 
disposed of or are comprised in this one. 

nianufacturers, if they would entirely supply the 
home market, inust meet the foreign prices, adding the 
duties and other costs of importation. True, foreign iron is 
not, as a rule, equal in quality to American, but neverthe- 
less the prices at which it can laid down on our wharves 
must be met by domestic producers. Fortunately the tariff 
will for the present remain undisturbed, but unfortunately 
our late necessities have started up idle mills and furnaces in 
Great Britain, the owners of which will strive hard to sell 
their product in our market. Ours is the only considerable 
foreign market they have to depend upon. 
he owners of our rolling-mills and furnaces, having low- 
ered their prices, have taken the first step toward reclaim- 
ing the home market from foreign hands. They have done 
the right thing not a moment too soon. They must now be 
supported generously and manfully by the manufacturers of 
coke and the miners of iron ore, Both ore and coke are un- 
reasonably bigh in price to-day, and are outof all proportion 
to the prices of iron and steel. We confidently believe that 
those who have them to sell will come to the aid of their cus- 
tomers. If they do not do this they will simply kill the 
goose that lays the golden eggs. Notwithstanding the tariff, 
foreigners will continue to supply us with their iron and steel, 
and many of our furnaces ond mills will again be closed, if 
coke and ore remain where they are.—Bulletin of the Amer- 
ican lronand Steel Assiciation. 


Transportation in Congress. 


In the Senate on the 19th; 

Mr. Cameron, of Pennsylvania, moved to lay aside all 
pending orders and take up the joint resoluticn for a com- 
mission to consider the legislation needed for the regulation 
of interstate commerce. 

The motion was agreed to, 38 to 21, and the resolution 
taken up. It provides for a commission of three senators, 
three representatives and three citizens to inquire into the 
conditions that will most favorably affect the condition of 
the transportation of commerce among the states by land or 
water route. 

Mr. Saulsbury offered an amendment, instructing the com- 
mission to inquire into the effects of railway consolidation, 
and what power Congress has in that matter. 

The resolution was amended to provide for the selection 
| of members by the Senate and the House respectively in- 

stead of by their presiding officers, An amendment striking 
out the provision for the three commissioners to be appointed 
by the President called out debate, which continued until 
the morning hour expired and the resolution went over under 
the rules. 

In the House on the 19th an attempt was made to take up 
the amendments to the Pacific railroad sinking-fund act, but 
the House refused to suspend the rules. 

On the 19th the Senate Committee on Railroads decided 
to report a bill to extend for six years the time for the com- 
pletion of the Northern Pacific road. 

On the 21st the sub-committee of the House Committee on 
Ways and Means had under consideration the bills intro- 
duced by Representative Hurd, of Ohio, relating to trans- 
petation by rail through Canada. At their request, Mr. 

urd appeared before them and explained the bi.ls in sub- 
stance. They prohibit transportation frcm one place to an- 
other in the United States where part of such transportation 
is by land carriage through Canada. From their provisions 
is excepted such transportation by any route, a part of which 
is by land carriage through the Dominion and a part 
by the great lakes and the rivers connecting the same, or 
by the River St. Lawrence. He argued that the power 
to pass these bills is clear, saying they do not violate the 
treaty of Washington: they do not affect any right granted 
to the Canadian or British governments or to. citizens of 
either. They only affect a privilege which Canada offers to 
American shippers that they may transport over its territory 
goods duty free from one place in the United States to. an- 
other therein. This privilege compels no shipper to transport 
his goods over Canadian territory; it only exempts them 
from duty when he does. This privilege, like any other 
which the United States acquires for its citizens by treaty, 
is subject to such regulations as the government may impose. 
The power existing to pass the bill, Mr. Hurd contended that 
there are sufficient reasons for its enactment. 


THE SCRAP HEAP, 
Heavy Damages. 

In Boston, April 14, in the Massachusetts Superior Court, 
Charles E. Worthen received a verdict for $45,000 against 
the Grand Trunk Company. Mr. Worthen was a salesman 
in the employ of Field, Leiter & Co., of Chicago, and was 
shortly to be made a partner in the firm. On July 28, 1876 
he started from his home in New Hampshire, where he hac 
been visiting, to go to Chicago, and in an accident on de- 
fendant’s road had his left leg so injured that it had to be 
amputated ; and this, and the long sickness following, inca- 
pacitated him for active business. — This is the third trial of 
the case, and each time the plaintiff has been successful. In 
the first trial the jury awarded him $18,000 da s, on the 
second $2°,000, and now $45,000. The plaintiff claimed 
that at the time of the accident, which was a collision occur- 
ring at a station, he was preparing his baggage to leave the 
car at the station, and the shock threw him out through the 
open door upon the platform, where his leg was cag t be- 
tween the cars, so that the timbers had to cut before he 
could be taken out. The company admitted the injury, but 
pleaded contributory negligence, alleging that plaintiff was 
standing on the platform, contrary to the rules of the road, 
as posted in the cars. The weight of the evidence was with 
the plaintiff, however, and on each trial the jury believed 
his story. The company may take another appeal, on the 
ground that the amount of damages is excessive, 


Speed of Locomotives. 

L. P. Lawrence, of New York, writes to the New York 
Times as follows: ; 

“Tn your issue of April 15, in a brief notice of a locomo- 
motive just built by the Baldwin Locomotive Company, of 











Reading, Pa., occur one or two slight errors, which, with 
your permission, I should like to correct. 

“ First—With toa of 90 miles in 90 minutes, 
or 60 miles per hour, bei: ‘faster than any time yet made 


in England or America,’ I beg to state that a of 73 
miles per hour was attained some years siuce by the locomo- 
tives of the London & Northwestern Railway of England 


(see Prof. Henry Ever’s work, ‘ Steam and the Steam-engine,’ 
page 238), and that since that time a far ater rate of 
speed has been attained by the locomotives of the celebrated 

idal Train, ‘ Wild Irishman,’ between Holyhead and Lon- 
don. From personal experience, I know that a s of 64 
miles per hour has been reached by the engines of ths London 
& Southeastern Railway, the engine drawing at the time a 
weight of over 70 tons. 

** Second—As to the size of the driving-wheels of this new 
engine being the largest ever made, I would say that 7 ft. 6 
in. is by no means unusual for nglish engines, and several 
even larger, to my personal knowledge, are in existence. 
Having spent considerable time during the last three years 
in the locomotive sheds and workshops of the London & 
Southeastern Railway and London, Brighton & South Coast 
Railway, and having ridden frequently on the engines of 
these lines, Iam fully qualified to make these statements, 
and do not speak without a thorough knowledge of facts.” 

Neither Mr. Lawrence nor the Times seems to be aware 
that the Baldwin Locomotive Works are in Philadelphia and 
not in Reading, which is excusable in an Englishman, but 
hardly in the Times. 


Fast Time in 1849. 


In a letter to the Chicago Tribune, dated at Bloomi nm, 
Ill., April 18, Mr. J. H. Jackman, late Master Mechanic of 
the Chicago & Alton Railroad, gives his experience as fol- 
lows : 

‘In the year 1849 Ross Winans, of Baltimore, built a loco- 
motive for the Boston & Worcester Railroad. It was for an 
experiment in coal-burning, and constructed to burn hard 
or anthracite coal. The locomotive was peculiar in many 
respects. It had a seven-foot driving-wheel, and was in- 
tended for very high speed. It had steam springs to sup- 
‘ the weight, and was fitted with many new devicesfor a 
ocomotive. 

‘1 was at that time in the service of the Boston & Wor- 
cester Railroad. I was sent to Baltimore to look after the 
construction and dehvery of this locomotive, and also to 
study the matter of coal-burning, which was a new thing on 
roads in New England at thattime. This locomotive was 
shipped from Baltimore by rail, and reached Boston safely, 
Iran the engine for about six weeks, and should have run 
her longer but from the fact of her driving-wheels breaking. 
They were made entirely of cast iron, with chilled faces. 
These broken drivers were replaced with a set of imported 
wrought-iron wheels, the first of the kind ever imported. 

he locomotive was named ‘The Carroll of Carroll- 
ton.’ The speed of the engine, under favorable circum- 
stances, was one mile in sixty seconds, the fastest I ever ran 
it; the trial was not accurately noted, I having enough to do 
to attend the machine, and those with me too much flustered 
with the excitement to accurately note anything. I ran the 
locomotive some time on the Albany and Boston train, which 
consisted of from seven to eight cars, and when the train 
was a little late I have timed the run, and made mile after 
mile on an average of sixty-one to sixty-three seconds per 
mile. Of course, im making frequent stops, we could 
make no better time with this leccmetivs than with 
one having smaller driving-wheels. But give us fifty or 
sixty miles on a clear run, and we could outrun a thunder- 
storm if it was going our way. I have traveled many 
thousand miles on locomotives since that day in order to 
test speed; and, while | have seen some high speed made, 
still [have never seen the locomotive that could lay right 
down to it and outrun the ‘Carroll of Carrollton.’ In 
those days we had no power-brakes, and to run at such 
high rates of speed sometimes became dangerous. I re- 
member one instance in the night-time of rounding 
a curve at about sixty miles per hour, when a dan- 
ger signal met my view. I shut off steam and 
whistled down brakes, but they did not seem to check me. 
I whistled again. Still the speed kept up. I gave the third 
signal for brakes and then reversed my engine, a to 
her. ‘Do your duty, my beauty, or in twenty seconds it is 
good-by to railroading.’ We came to a stand-still eighty 
rods from a train on the main track, having run one mile 
and a quarter from the place where I first discovered the 
red light. In running a locomotive, to avoid trouble, one 
must take time by the forelock—in other words, must an- 
ticipate possibilities.” 

Iron Freight Cars in Germany. 

One of the questions sent to the railroads in the German 
Railroad Union and made the subject of a report at the tech- 
nical convention of 1878, was as follows : ! 

“ Have freight cars constructed wholly of iron proved 

satisfactory, or are they excelled by those built of wood with 
an iron frame-work ¢ The report says that open cars for 
the transport of such coarse freight as coal, lime, ore, bal- 
last, etc., are used in consequence of their lightness, low cost 
of construction and durability, to a considerable extent. 
Their principal disadvantage lies in the liability of the metal 
to rust unless they are kept ine carefully painted, and _ the 
difficulty and expense of making slight repairs. When 
badly damaged or neglected, they cannot profitably be re- 
paired, Covered freight cars wholly of iron are unsuccess- 
ful, chiefly from want of durability and cost of repairs and 
yreservation, The use of iron in the construction of the 
rame-work, especially in place of the heavy wooden under- 
frame, has proved very successful and is recommended for 
low cost of construction, strength, lightness and durability. 
The building of freight cars of wood plated with sheet iron, 
or built entirely of iron with the exception of the flooring, 
has been almost abandoned. 


A Curious Accident. 

An engineer on the Lehigh Valley road broke the valve of 
his whistle-pipe the other day, and to save his life couldn't 
stop the shrill screaming that followed. The prolonged 
whistling caused much commotion among people living 
along the line of the road, and many ran from their homes 
to ascertain what was the matter. The engineer pointed to 
the whistle, which the fireman was vainly endeavoring to 
fix, but his gestures were not understood. Stationmen, flag- 
men, trackmen and others had an idea tbat the mene was 
crazy, and began to predict all sorts of disasters, The engine 
was run to Sugar Notch and housed, and there the fire was 
drawn, All this time, and until the steam was exhausted, 
that insatiable whistle tooted away like mad. It was a funny 
sort of an accident, and created quite an excitement. 


Tramps. ; : 

A tramp. captured at Rahway, N. J., on the platform 
of a Pullman car on a Pennsylvania train, turned out 
to be a woman in man’s clothes, and was handed over to 
the police, y i 

‘A! negro-tramp out in Indiana, being turned off a Cleve- 
land, Columbus, Cincinnati & Indianapolis train, jumpe Lon 
again, and fired his revolver through the rear window of a 
passenger car. It is supposed that he meant to shoot the 
conductor. 
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“ | 
at Syracuse, without asking for a drawing-room car | 
ticket, his purpose being to ride in one of the ordinary 
passenger cars to Auburn. There were two plain cars 
attached to the train. He passed through them both, 
seeking a seat, but could not find one. Most of them 
were filled with passengers, a few, as usual, with hand- 
yvacany, and 


bags and overcoats; there were none 


several persons were obliged to stand up or sit upon 


| the wood-box, for want of seats. One point made in | 
itransport the cabbages by their first train, unless 


the case was that Thorpe ought to have formally 


| asked the conductor to clear away the hand baggage 


from one of the seats and assign it to bim: but the Court 
said that this is not a passenger's duty; it is the duty 
of the company’s servants to keep the seats available | 
Thorpe passed forward into the draw- 
ing-room car. There was no doorman stationed to 
forbid him; the objection, taken in some of the cases, 
that a passenger may not force his way into a car which 
is guarded under rules of the company, did not arise. He 


for passengers. 


entered the car without opposi.ion, found a vacant seat, | 
and took it. Ia due time the drawing-room car col- 
lector calle! upon him for the extra charge. 


GAZETTE. 
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more cars were arriving at East Albany than could be 
forwarded, and that when the car in question reached 
East Albany, it was switched upon a side track, where 
it became blocked by cars subsequently arriving, so 
that it could not be moved until they were sent for- 
The East Albany freight agent said that the 
reason why the car, notwithstanding its placard, was 
not sent earlier was, ** because he could not get at it.” 
The court held the company liable. It was its duty to 


ward, 


there was such a pressure of property, likewise perish- 
able, which had arrived before as to make sending by 
first train impossible. A general accumulation of or- 
dinary freight ought not to excuse delay in forward-- 
ing perishable goods; and the opinion intimates the 
general rule to be, that if a carrier cannot transport all 
the property which he has received, it is his duty to 
give a preference to that which is known to be perish- 
able, even over non-perishable property which may 
All perishable ‘property 
must be first forwarded in order of its receipt; non- 


have been earlier received. 
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» de- | perishable pr ty naturally : erly waits until 
Tie Gould Speculations. .217 He de- | perishable property naturally and properly waits u 


Eiertiogs and Appoint ae Heer Importations End ; clined to pay it ; said that he had taken the seat only be- | the perishable has been sent. 

SE os. naah ae ko aaee . 222 e lron Boom coe 7| ¥ ‘ , 1 * : Cay 
Persia, 653k i. ooh wae 222 Plan for Equalizing Export cause the other cars were full: and declared that he De Graff, a brakeman in the employment of the New 
Traffic ond Rarninge...,....200) .. BAGOB,-00.».++- +++ 0} Wag willing to go back to the ordinary car whenever | York Central & Hudson River Company, was thrown 


| he could have a seat there. The porter of the drawing- from a moving train, in consequence of the breaking 
‘room car then attempted to eject the passenger from |of the chain as he was applying the brake, and 


EDITORIAL ANNOUNCEMENTS. 








Passes.—All persons connected with this paper are forbid- | 
cen to ask for passes under any circumstances, and we | 
will be thankful to have any aet of the kind reported to | 
this office. | 


Addresses.— Business letters should be addressed and drafts | 
made payable to THE RAIL ROAD GazETTE. Communica- 
tions Jor the attention of the Editors should be addressed | 
EpitoR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, Jinancial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask ustd recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions,—Subseribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as chases in railroad offi- 
vers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be mublished 


PROGRESS OF RAILROAD LAW IN NEW YORK. 


The just published seventy-sixth volume of the New 
York Court of Appeals Reports contains several in- 
structive decisions illustrating the progress of railroad 
law in New York. One of them, Thorpe vs. The New 
York Central & Hudson River Railroad Company, re- 
lates to the vexed question of the liability of a com- 
pany in respect to drawing-room cars which it does 
not own. It is well understood that for the most part, 
throughout the country, the drawing-room cars, palace 
cars, and the like, are not owned by the company own- 
ing and operating the road and selling the passage 
tickets. ‘That company merely draws them, attached 
to itS trains, for the Wagner or Pullman Car Company. 
Whether this arrangement exists because, when the 
special cars were first introduced, the railroad com- 
panies did not care to risk the investment of purchas- 
ing them, but preferred to draw them for the inven- 
tors, so that the companies are simply continuing to do 
as they began, or whether there are substantial reasons 
for continuing the division of ownership as a per- 
manency, has never been made clear in the courts. 
The passenger has, in several instances, sued the carry- 
ing company for some mishap, maltreatment, loss of 
haggage, ete., sustained by fault of the drawing-room 
car company’s servants. The carrying company has 
interposed the defence that they were not owners of 
the drawing-room car nor responsible for its manage- 
ment. But we do not recall that in any of these cases, 
counsel for the company so defending have made any 
clear, lucid, satisfactory explanation of practical ‘rea- 
sons upon which this division of ownership and re- 
sponsibility is founded, Perhaps, therefore, it is not 
surprising that the courts have not favored the view of 
a divided liability. The current of judicial thought 
has been that passengers cannot be required to dis- 
criminate between the railroad company and the palace 
car proprietors: their arrangements are a matter en- 
tirely between themselves. 

Thorpe’s case forms no exception to this general 





leven if wreonzful. 


that car by force, and for this assault Thorpe sued the 
railroad company. The defense made was simply that 
he had sued the wrong defendant: that the porter was | 
the servant of Wagner, the owner of the drawing room 
;and that the latter 
company was in no respect responsible for his acts, 
The Court of Appeals decide that 


car, not of the railroad company 


the persons in charge of «a drawing-room car are to be 
regarded and treated, in respect of their dealings with 
passengers, as the servants of the railroad company, 
and that the latter company is respousible for their acts 
same extent as if it| 


toward passengers to the 


selected them and paid their wages. In the} 
ordinary management of ‘ailroad trains, these cars 


with the other cars cf the 
pany, are open to passengers generally, are apparent- 
ly a part of the train, and the manner of conducting 
the business amounts to an invitation by the railroad 
Passengers can- | 


are minyzied com- 


company to the public to use them. 
not know what private or special arrangements, if 
any, exist between the company and third persons, 


under which these special cars are run; and a passen- 
ger who takes one of these cars has a right to as.ume 
that he does so under a contract with the railroad 
company, and that the servants in charge of that car} 
are its servants. The opinicn of the Court mentions 
possible cases of a passenger in one of these cars who 
should be burned by the negligent upsetting or break- 
ing of alamp by the porter, and says that he could 
not be turned over for his remedy to a suit against the 
proprietors of the drawing-room car, The railroad 
company is responsible to passengers for the entire 
management of the train and the due performance of 
duty by all persons employed in it, and must in turn 
seek reimbursement from the drawing-room car pro- 
prietors if they are ultimately liable, While corrob- 
oration for this decision is drawn from some statutes 
of the state, the chief grounds are of general applica- 
tion. 

Other courts have taken the same view. In a Mas- 
sachusetts case, decided in 1878, the passenger, by 
direction of the porter of the Wagner Company, left 
his hand-baggage in the car while he went for refresh- 
ments: the car was changed during his absence, and 
his baggage was lost in the transfer. In a more recent 
vase in Ohio a traveler ina sleeping car had his head 
bruised by the porter’s letting the upper berth fall on 
it, as he was arranging the car for the night, causing 
partial paralysis. In both cases the passengers sued | 
the carrying company. That company defended on 
the ground that the action should be against the 
sleeping-car company, and the courts overruled the 
defense, 

Delay in forwarding perishable property gave rise to 
an interesting decision. Tierney, at Albany, loaded a} 
car with cabbages for the New York market. He ob-| 
tained the usual way bill or receipt, and took pains to | 
see that the freight agent placed upon the car a pla- 
card in these words: ‘‘ Perishable property; this car | 
must be run to New York by first train: in case of ac- | 
cident or defect of car, re-load and forward at once.” 
Notwithstanding this mandate, the car was allowed to | 
lie over at East Albany for two days, and during this | 
delay the cabbages were frozen. The evidence showed, 
upon the whole, that if the trip had been made | 
promptly, as agreed, the freezing would not have oc- | 








| 
} 
| 
| 
| 
| 
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| curred, and that there was no extraordinary disaster | 
| or casualty preventing punctual transportation, The 


best account of the cause of the delay was that the 


brought a suit for damages, founded on the theory 
that the chain was defective. No distinct evidence 
was given as to the cause of the fracture, or nature of 
the defect. 
perfect when it was put in place, and there was proof 


There is no proof that the chain was not 


| that inspectors, employed by the company, examined 


the chains frequently, to see that they appeared 


strong, and also that such chains frequently break, 


| without, as a general rule, causing any serious harm. 


The decision of the court is, that such a casualty is 
within the risks aud dangers incident to the business, 
which are assumed by an employé.. *‘ Railroad cor- 
porations,” says the Chief Justice, ‘‘ should be held to 
a high degree of care and responsibility, but there is a 
point beyond which these requirements would be un- 
reasonable and oppressive, and would, in effect, make 
them insurers against all accidents or injuries arising 
therefrom.” And he explains that, as a general 
rule, the degree of vigilance required is measured by 
the dangers to be apprehended or avoided. There does 
not appear to be any practical necessity that the full 
strength of brake-chains should be maintained. Upon 
atrain of say thirty cars, it cannot be indispensable 
that the brake-chains upon every car should be per- 
fect, for only a portion of the number would be used 
in controlling the train. Moreover, the frecture of a 
chain does not ordinarily or probably involve any 
serious danger or injury. The company is therefore 
not liable to a brakeman for an injury received throug 
the breaking of a chain, except upon proof that the 
company is chargeable with negligence; such as allow- 
ing the cars to be equipped with defective or insuffi- 
cient chains in the first instance, or failing to maintain 
a proper inspection, sufficient to provide against de- 
cay. The mere fact that the chain appears, from the 
breakage, to have been at the time insufficient, is not 
enough to charge the company. It was shown on be- 
half of De Graff that he was only seventeen years of 
age, but the Court said this could make no difference. 
It is an element in the contract of employment that 
the employé bears the risks which are incident to the 
nature of the work. His youth and inexperience may 
be important when the question is whether he was 
chargeable with contributive negligence, or whether 
the company was in fault for assigning to him a serv- 
ice beyond his age, strength or skill. Bui a vouth who 
accepts employment in work for which he is compe- 
tent cannot claim on account of infancy to be relieved 
from its risks. He assumes the perils inseparable from 
the service in the same manner as a grown person 
would do. 

A suit against one of the New York city street rail- 
road companies gave rise to an extended discussion of 
the relative rights of travelers upon the highway. 
Adolph was driving a heavily loaded one-horse wagon 
along Avenue A, and made use of the street railroad 
track. A car came up behind him, moving at an un- 
usual rate of speed. The car-driver shouted to him to 
clear the track, and he immediately endeavored to do 
so. But before his heavy wagon could turn off com- 
pletely, the car ran into it and upset it, and the wagon- 
driver was badly hurt. Judge Folger says that there 
are three classes of ways for travel. the common road or 
street, the horse railroad, and the steam railroad. The 
right of the general public to use these is different. 
In the common street or road, and as respects ordinary 
vehicles, each member of the public has as a general rule 
equal right with another; he may drive fast or slowly 
as he pleases, and is not bound to look back or listen 


view. He entered a New York Central Railroad train | freight business at the time was unusually heavy; that | for the approach of faster drivers behind him ; but if 
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a faster driver overtakes him, and asks him to 
let him pass, he is bound to do so if it can 
be done with safety. The right of the general 
public to be upon the track of a steam rail- 
road is very restricted. The trains of the company 
have the exclusive right to use the track as a whole, 
and the right of the general public is pretty nearly con- 
fined to crossing it at a place where it intersects a high- 
way. Even at those spots, the railroad train has the 
superior right; it is the duty of the highway traveler 
to look and listen for any coming train. He is not 
privileged to wait for a signal or request from the en- 
gineer before he begins to leave the track clear. He 
is in duty bound at first to take every care toascertain 
that no train is coming, and secondly, having ascer- 
tained this, to cross as promptly ashe can. The track 
of a street railroad laid for horse-cars holds an inter- 
mediate place. Any one of the general public has the 


right to drive his team and _ vehicle along 
the track lengthwise, as well as to cross 
it at the intersection of streets. But the law 


accords to the street-car company the exclu- 
sive right to any part of the track over which. 
at the time, its horses and cars are passing, or just 
ready to pass. Private travelers are bound to leave the 
track to the unrestricted use of the company whenever 
a car wishes to occupy it. The reason of giving this 
privilege to the street-car company is, that the car is 
necessarily confined to the track, while carts and car- 
riages Can Come on or turn off at pleasure. The track 
is not given to the company in a sense which forbids 
the use of it by the public. But private drivers who 
use it are in duty bound to keep watch for the ap- 
proach of any overtaking car, and to keep themselves 
in readiness to turn out promptly. They are not entit- 
led to jog along until a car-driver asks them to clear 
the track, but must keep out of the way of the street 
cars as far as reasonable watchfulness and care can en- 
able them to do so, provided the street cars are not 
traveling at improper speed. It is not entirely clear 
how far all the judges concurred in all the details of 
this opinion, and his honor’s definition of the relative 
obligations of engineer and highway traveler at asteam 
railroad crossing seems more stringent toward travel- 
ers than that which has been expressed in one case by 
the Supreme Court of the United States. But the case 
is an interesting contribution toward an important 
discussion. 


ADVANCEMENT. 





In an article with this title published a few weeks 
ago, some consideration was given to the moral basis 
of advancement of railroad employés—the fulcrum, so 
to speak, on which a person must rest the lever which 
is to lift him up. An effort was made in that article 
to show that there must be ina man’s character a 
substratum of honesty, truthfulness, industry and 
temperance as a foundation for future success. It is 
true, of course, that inflexible honesty, perfect truth- 
fulness, untiring industry, and temperance even to 
abstemiousness will alone not secure advancement. 
To these must be added other traits, to which 
some consideration will be given here. Before doing 
30, perhaps it would not be amiss to repeat the admo- 
nition which was given in the previous article to those 
who have tried integrity and veracity and have been 
diligent and sober and who have not secured promo- 
tion, and who therefore in the prime of life grow 
weary of their virtues, and determine to court the 
favor of fraud and deception and seek by scheming 
indolence the rewards which have not been gained by 
steady work. A person who adopts the latter course 
is quite sure to find that his last state is worse than 
the first, with the added disadvantage that the solid 
foundation which he had laid will have disap- 
peared, and that his future career must rest 
on sand or marsh and be liable at any time 
to sink or topple over hopelessly. Not all honest 
men are prosperous; truth is not always re- 
warded, and the man who is diligent in season and out 
of season is sometimes condemned to poverty; but it 
will generally be found that successful business men 
and the trusted officers of corporations will keep their 
word, and whatever other faults they may have, they 
are not indolent and are very seldom intemperate, and 
probably the proportion of cases of dishonesty among 
those who do not occupy prominent positions of trust 
is many times greater than among those who do. 
There is good reason for believing that dishonesty is in 
inverse proportion to responsibility, and we believe it 
is safe to say that there is more of it proportionately 
among those who are intrusted with little and have 
small salaries, than among those who have the care of 
much, with its consequent responsibility and corre- 
sponding pay. The reason for this is that those who 
can be trusted are selected for the latter positions. 
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The motives, back of self-interest, which should lead 
men to keep their hands clean while handling what 
belongs to others will not be discussed here. All that 
it is intended to point out is the importance of a moral 
basis, in order to secure advancement in railroad em- 
ployment, just as a good track is needed on a railroad 
to carry a considerable traffic or to maintain a high 
speed. The motive power on a railroad, as well as in a 
person’s business career, is of course essential and is 
quite independent of what may properly be called the 
**permanent way” in both cases; because any other 
foundation of character than that named is not per- 
manent, 

In beginning life young people generally fail to ap- 
preciate the difficulties before them. It often is as 
though an inexperienced locomotive engineer should 
undertake to run a heavy train over a line of road. 
The start from a level part of the line is not difficult. 
and it is at first easy to pull the load. Then 
there comes a descending grade, down which 
the engine and train run without difficulty and 
with accelerated speed. <A _ light and short as- 
cending grade then succeeds, surmounting «hich 
only adds to the excitement. Sharp curves make 
it impossible to see what is abead, and give an 
element of mystery to the journey, all of which is very 
delightful. But presently there will be an incline so 
long and so steep that the momentum of the train 
will not carry it up, andthe power and endurance of 
the engine will be taxed to its utmost. Unless the 
engineer has prepared for this by having his fire in 
the best condition, his boiler well supplied with water, 
anda full pressure of steam, lie is very likely to * stick 
fast on the hill.” In actual life we all must at times 
surmount steep grades, where all our power, endurance 
and reserved resources will be taxed to the utmost; 
and whether we stick fast or not will depend 
upon the condition of our working capacity, so to 
speak, and also upon the means of various kinds which 
we have laid up and which can be drawn on at the 
critical time. The value of reserve power, whether it 
be money, knowledge or skill, will often be very many 
times greater at such periods than it is under ordinary 
circumstances, just as a few more pounds of steam- 
pressure may enable a locomotive to take its load over 
the crest of the incline, whereas without it the train 
must be backed down, divided into two and taken up 
in sections, with all the consequent delay and trouble. 
Many a man has found himself after years of effort face 
to face with a position which would be té him a much 
coveted promotion, but which he cannot secure be- 
cause he has not the requisite capital which he might 
have laid up, or the needed information which he 
could have acquired, or other qualifications which 
were within his reach. The truth of the old saw about 
laying up for a rainy day, at some time or other, in 
nearly every person's life, assumes a significance which 
unfortunately few of us can realize until the rain is on 
us and we are in need of shelter. 

One of the most essential traits of character to se- 
cure advancement, and the one which is perhaps the 
most frequently lacking in subordinates, is what may 
be called wide-awakeness. The nature of this char 
acteristic is indicated by the synonyms of the term. 
Thus a person who is wide-awake may be said to be 
watchful, vigilant, attentive, observant, heedful, care. 
ful, wary, cautious, alert, and circumspect. A person 
without these traits has a sort of stolid indifference, and 


is in a great measure heedless of everything except- | 
ing matters which are forced upon his attention. The | 


hopeless feature with such people is the difficulty 
of making them realize their condition, which seems 
to be due, to a great extent, to a constitutional narrow- 


ness of comprehension, and it is of course difficult to | 


say to what extent it may be overcome by those who 
try toimprove. It may be said, though, that when- 
evera person realizes that he is in this condition he 
emerges from the hopeless state. One of the most 
common causes of complaint among those who must 
employ others and are in a measure dependent 
upon them, is the difficulty of inducing such 
people to take an interest in their work. They 
will perform the task placed before them with 
more or less faithfulness, but the moment they 
are called upon to do anything outside of their 
ordinary routine they are quite lost. Now, of course, 
the very first thing for any man to aim at is to qualify 
himself to do thoroughly the work which is set before 
him. As some one has said, ‘‘ A man’s first duty is to 
know his business.””. Having done this, though, there 
is no reason why he should shut his eyes to all else. 
Curiosity, if properly restrained, is one of the most use- 
ful traits to cultivate. A person who expects to rise in 
any position in life must perpetually be on the alert for 
knowledge. Any one who has been favored with the 
society of persons who have achieved distinction will 
find that an insatiable thirst for information and a 
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never-ceising vigilance in its pursuit are nearly always 
| marked characteristics, 

| But some obscure railroad employé will say, what 
chance is there for me to exercise the traits which 
have been enumerated. In reply it may be said that 
there is no point so small that it may not form the 
centre of a circle, and from that radial lines may be 
«xtended in all directions so as to increase its area in- 
definitely. There is no position so low down in which 
this may not be done, There is always something 
which is next to the duty we have to perform, which 
can be learned, and it will be found that if the borders 
of our knowledge are extended, beginning from a 
mere point, the area into which we can reach from 
the outside limits of what we know will increase, like 
that of a circle, in proportion to the square of the dis- 
tance that it has been extended. 

There are persons who may say that they don't 
know how to increase their knowledge, which is not 
to be wondered at. We must all learn how to learn, 
and perhaps one of the most useful books that could 
be written would be one containing directions, to men 
who must educate themselves, how they can use their 
efforts to best advantage. The thing to do is to try. If 
one method fails. try another, and in time even the 
failures will indicate how to succeed, Ask questions 
of yourself and of other people, A great step is al- 
ways gained when a question has been properly asked. 
The advice of more experienced and wiser people is of 
course useful, but advice is seldom so serviceable as 
experience. 

The valne of books to men who have their way to 
make is a subject attended with much perplexity. 
There are, unfortunately, so many poor books published 
and sold that it is never best to buy or read them un- 
less some idea can be formed beforehand of their char 
acter. For this reason, young men who have their 
way to make are often discouraged and give up reading 
altogether, which isa great mistake, The course to 
pursue is the same as that which most of us adopt in 
buying other things: we examine their quality care- 
fully first, and see whether they are well made, If not 
able to judge ourselves, we try to get the opinion of 
It may 
be said, though, that there is nothing which will whet 
the appetite for knowledge so as to keep its edge sharp 


some one Whose opinion is worth something, 


like the habit of reading. Those who are fond of books, 
though, are apt to make the mistake of supposing that 
all knowledge is contained in them, Unfortunately, 
only a very small fraction of what aman should know 
can be learned by reading. Generally a railroad em- 
ployé will find that the practical knowledge which he 
acquires by contact with the facts themselves is that 
which he can most readily turn to account to secure 
promotion. It may be sa‘d, though, that it seldoyn hap- 
pens that a studious reading man, who is also prac- 
tically engaged in some department of railroad con- 
struction or operation, tails to secure early advance- 
ment. 

Sometimes a young man way get an idea of the 
traits which willlead to preferment if he will stop to 
think what kind of men he would promote if he were 
elevated to a position of authority. Usually one of 
the invariable attendants of such positions is, that the 
persons occupying them have more work than they 
alone can do. The natural resource is to duplicate 
themselves. In such a position the young man would 
naturally try to find some one who would carry out 
his wishes as nearly as possible. This is precisely 
what the older men seek for, Like the rest of us, they 
i think their way is the best, and want things done in 
that way, and assistants who will carry out their wishes 
are preferred over all others. From this it follows as 
a corollary that a person who wants advancement 
should study to obey orders implicitly, and 0 perform 
'the duties assigned him as his superior wants them 
Most prominent railroad officers are en- 





performed. 

| gaged in a perpetual struge!e with business which ac- 
cumulates on their hands, and he who can aid them 
| most in dispatching it is the most valuable man, Pro 
| crastination and captious objection are the most irri- 
tating obstacles in the way of such dispatch, and are 
quite sure not to be tolerated long. 

To manifest a disposition, as mechanics express it, 
“not to do too much,” is almost fatal to a person's 
prospect of promotion, Among the worst evils of 
| trades-unionism is the cultivation of this spirit. The 
error is 80 obvious that any one who can imagine him- 
self an employer must see that, under such circum- 
‘stances, this disposition would be a bar in the way 
of the employment of any one who was so blind as 
to entertain it. 

Among the aids to advancement there is one so el 
ficacious, and which can be so easily employed, that it 
is remarkable that it is so often, and it may be said 
generally, neglected. This is politeness and good ba 
| ture. The incivility of subordinates on railroad 
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matter which is complained of all over the land, ‘t 
costs nothing to give civil answers, or to be disposed to 
act kindly toward those with whom one comes in 
contact. It is a curious fact that in this country 
the lowest subordinates on our railroads are so seldom 
even decently civil. The higher up one goes the 
greater the politeness that is manifested by officials. 
Brakemen and baggage-masters one expects to find un- 








mannerly, but itis rare that a general manager or) 


president is so. Mechanics, to their honor be it said, 
are usually kindly spoken. 


tell how soon the friend that he has made by gentle 
ways and words will be the person to give him a lift, 
at a time when the latter would be of the greatest 
service, Occasionally an unmannerly brute will ex 
hibit his disposition to an unknown but influential per- 
son who has itin his power to hit back secretly, but 
with most terrible effect. Probably the cases are not 
rare in which rudeness to some person of influence is 
the one thing which has stood between an employé 
and promotion. Boorishness frequently gets its own 
reward in this way in thousand-fold measure. 

It is of course true that a person may have all the 
qualifications which would fit him for a higher po- 
sition, and yet his claims may be neglected and he be 
passed by. Sometimes such cases are extremely sad. 
A man will struggle and work faithfully for half his 
life with the hope of securing a place abuve him, At 
last it becomes vacant and the cherished hopes 
of the one who looked for it so wistfully are 
crushed, sometimes for life, by the appointment of a 
stranger. This is little different from many other 
similar occurrences which happen every day, and 
which cannot be set right. Many men too find them- 
selves in obscure places with little chance of falling 
into the line of promotion, Now the advice which may 
be given to such is, always to apply for a place which 
is vacant, and which they are quahfied to fill. 
Usually the best way to do this is the most 
direct way. Apply. personally or by letter to the per- 
son highest in authority, setting forth your claims and 
qualifications for the place. | Always apply to the per- 
son highest in authority first. He may refer your 
claims to some one lower down; but in that case they 
come to the latter with more or less supremacy, 
whereas a reference from the lowest to the highest 
has no such authority. Usually, all indirect and cir- 
* cuitous ways of applying for a place work more harm 
than good. A favorable word from an influential per- 
son at the right time may of course be of great ser- 
vice, but generally it is best to let such recommenda- 
tion be a supplement rather than an antecedent to 
a straightforward application for the advancement 
sought. 

Finally, there is one piece of advice which may be 
acted upon whether a person secures advancement or 
not; that is do your duty and take the consequences. 


Lake and Canal Rates and Their Effect on Rail 
Rates. 


The Erie Canal opened last Tuesday, and that day 
boats left Buffalo with 376,000 bushels of grain, 309,- 
000 of which were wheat. The opening rates are 
quoted at 7 cents for wheat, at 61, for cora, with rail- 
road rates 9 and 81; cents, The same day the rail ship- 
ments were 402,C00 bushels, or more than by canal. 
The opening canal rates last year were 5!, and 5 
cents ; the opening was 18 days later—May 4. In 1878 it 
was April 15, The course of canal rates will be watched 
with much interest, as on these and the lake rates 
will depend the rate which it is possible to maintain on 
grain on the railroads west of Chicago. There is not 
the same diversion of canal boats from the grain traftic 
as there has been of lake vessels ; indeed, there is not 
much other traffic eastward pos:ible for the boats ex- 
cept lumber. Lake vessels have been in great demand 
this season for carrying iron ore and lumber, and a very 
considerable proportion of the fleet will be engaged ex- 
clusively in these trades, Yet lake rates have gone 
down very seriously since the opening. On corn to 
Buffalo at that time the rate was 6 cents a bushel; last 
week we noted that it had fallen to 5 cents; and now it 
is reported to be 8 cents, which is a greater fall than 
occurred last year so soon after the opening. The ves- 
sel owners are trying to comfort themselves by saying 
that the competition for grain is greater now than it will 
be later, because vessels chartered for the Lake Supe- 
mor iron trade commonly take one cargoof grain down 
while waiting for the opening of the St. Mary’s Canal. 
Heretofore, however, when lake rates have oace gone 
down they usually have not recovered until after June. 
Morcover, it must be remembered that 3 cents is near- 

ly twice as much as the corn rate for several weeks in 
each of the past three years, and there is 1eason to be- 
lieve that for vessels of considerable capacity, such as 
are built almost exclusively for the grain trade in 


More flies may be caught | 
with sweet things than with sour, and a man cannot | 


these days, this is an abundantly remunerative 


rate, even with present prices of materials and 
|wages, if it can be maintained throughout 
\the summer. In a normal condition of things, 


where the lake marine is sufficient to meet the 
|demand for transportation but not in excess of such 
| demand, it is hardly probable that the rate will exceed 
| this amount, except very early and late in the season. 
The lake and canal rate with the transfer charge at 
Buffalo makes the cost of carrying a bushel of corn 
from Chicago to New York a little more than 11 cents, 
while the current all-rail rate is 16.8 cents. With such 
a difference not much export grain is likely to be for- 
warded by rail. It does not follow, however, that it is | 
good policy to reduce the rail rate. There will probably 

be many to advocate sucii a policy among the railroads, 

and very likely it, will be done: possibly a reduction of 
5 cents per 100 Ibs. will be wise. We suspect, how- 

ever, that the first and chief effect of such a reduc- | 
tion, and certainly of a greater one, would be a con 

siderable reduction in lake and canal rates, leaving the 
difference between the rail and water rate about as | 
great as ever. It must be remembered that the 


vessels engaged in the grain trade must carry 
grain or tie up. They have nothing else to 


live on, and, as the experience of the past four years 
has sufficiently proved, if they cannot get the grain 
otherwise they will carry it for a mere trifle—-barely 
enough to pay current expenses. We believe it may 
be laid down as an axiom that the railroads never can 
get paying rates on grain while navigation is cpen, 
unless the lake vessels and canal boats are pretty fully 
occupied. If there is not enough for both, the rail- 
roads may just as well let the vessels have it at the 
best rates they can get, for then the railroads 


cannot make anything on it; and if they make 
very low rates and take it from the vessels, 
then they will destroy the _ profitableness of 


much other traffic which always goes mostly by rail. 
If a 30-cent rate is maintained—or a 25-cent rate 
should the water rates fall much lower—probably the 
railroads would continue to carry the grain shipped 
from the West to interior points and for domestic con 
sumption in the Kast, though they might get little of 
that going to New York; and they would also carry 
nearly all the flour, at least east of Buffalo and Erie. 
But a for a reduction is likely to come 
from those roads which carry directly to the East 
passing south of the lakes, as soon as the water 
rates are 7 much the When this 
is the case, they see the grain traffic which they have 
been carrying directly to the East taken from them to 
the railroads crossing them which carry to lake ports, 
though from points near the Ohio it takes a very great 
difference in favor of the water rates to divert grain 
from the east-and-west railroads. But when a_ busi- 
ness becomes unprofitable to one company it cought not 
to object to have it go to another which can make some- 
thing on it. If nothing but the export grain traffic 
were affected by a reduction, it would not much 
matter if the railroads carried it for the bare 
cost; but we know that most other east-bound freight 
will be affected by such a reduction; for the certain 
effect would be excessively low lake and canal rates. 
It will not be at all strange if the summer grain ship- 
ments by rail from the Northwest to Atlantic ports 
should be much less hereafter than heretofore, and 
when the water rates are very low, we shall consider 
ita decidedly healthy sign if the rail shipments are 
very small. There is a great deal of traffic besides 
grain that may always be had at a renumerative 
rate, provided that the railroads do not insist on carry- 
ing the grain even when they have to take it for less 
than cost. Toa very great extent the railroads must 
share the fortunes of the lake and canal vessels. When 
the vessels have a profitable business, the railroads are 
sure of one; but if the vessels are losing money, then 
the railroads can make very little out of their through 
east-bound traffic. 


pressure 


very lowest, 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

St. Louis & San Fruncisco.—The track of the Kansas 
Division is extended from near Severy, Kan., westward to 
Beaumont, 211!¢ miles. 

Chicago, Milwaukee & St. Paul.—The lowa & Dakota 
Division or the branch of that division trom Marion Junc- 
tion west is extended west to James River, 11 miles. | 

This is a total of 32!; miles of new railroad, making 996 | 
miles reported thus far this year, against 391 miles reported | 
for the corresponding period in 1879, 267 in 1878, and 269 in 
1877. 





CROP PROSPECTS at this time of the year have a decided in- 
terest to all classes of the community, and to none more 
than the carriers. So far the most valuable reports are 
those with regard to winter wheat. In by far the greater 
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part of the country where winter wheat is grown, the 


| crop is reported to be in excellent condition, with a much 


larger area sown than ever before. The report of the Agri- 
cultural Department for March declared the condition 


| (for the whole country) the same as last year (when the 


crop was superb), and the area sown 10 per cent. greater. 
Later reports from the newspapers show the crop to be good 
just about where it was last year, namely, in Ohio, Mich- 
igan, Indiana and Southern and Central Illinois, as well as 
in Kentucky and Tennessee, where, however, not much 
wheat is raised for export. In Kansas the re- 
ports are that the prospects are very bad, ex- 
cept in the extreme eastern part of the state. Last fall a 
considerable area was sown to winter wheat where that 
grain has not usually been grown on a large scale, at least 
not of late years, namely, m Lowa, Wisconsin and Southern 
Minnesota. Thisis reported to have been very badly winter- 
killed, but it may be replaced by spring wheat. As for this 
latter, it is too early to say much. Thearea sown in Southern 
Minnesota, itis said, will be no greater than last year, 
in spite of the much larger area of land under 
cultivation, the farmers paying more attention to 
other crops. The weather for sowing seems to have been 
tolerable. California is virtually assured of a great crop. 
The fate of the wheat there is decided by this time of the 
year, as from this time till after harvest there is little or no 
rain. If sufficient rain falls in the winter, there is always 
or nearly always a good crop. This year the rains have been 
abundant. A larger area than usual has been sown, it is 
said. 

In the South cotton planting has progressed favorably ; 
Texas, which suffered greatly from drought last summer and 
fall, has had abundant rain and shows good prospects. This 
is a crop, however, which has enemies to contend with every 
week, and the fairest promise may be blighted almost any 
time before September and greatiy injured afterward. 


CATTLE AND FrESH Breer Exports are often spoken of as 
having increased to vast proportions of late years. Itisa 
traffic which the country and the carriers are deeply inter- 
ested in, for if it can be made entirelv successful it is capable 
of attaining enormous proportions and of utilizing a vast 
territory in this country which is fit only for grazing. But 
though the exports of cattle have increased materially of 
late years, the business can hardly be called a large one vet. 
The number of cattle and the pounds of fresh beef exported 
in each of the past four years have been : 

1876. 1877. 1878, _ 1879. 
Cattle, No......... 35,503 50,001 80,040 135,720 
Fresh beef, ibs....33,381,508 49,210,990 54,046,771 54,025,832 

For the first three months of this year the exports have 
been 11,989 cattle and 16,857,508 Ibs. of fresh beef. The 
cattle exports are largest when the weather is fine, as many 
are lost when itis stormy, so the comparatively smal}l ship- 
ments this year do not indicate a falling off in the business. 
But it is hardly proper to speak of the exports as having 
been “large” at any time hitherto. In 1879, when they 
were largest, the whole year’s exports were not much more 
than a good month’s receipts at Chicago, and not more 
than enough to supply one tolerable city. Great as has 
been the percentage of increase in the exports (nearly 70 
per cent. from 1878 to 1879), it would appear that we can- 
not look to Europe to take any considerable proportion of 
our production of cattle unless the ocean transportation 
either of live stock or fresh beet is materially improved or 
cheapened. What we want is a market abroad for one or 
two million of cattle a year, and not for one or two hundred 
The cattle would be taken if they could be sup- 
plied in good condition at a cost per pound for transporta- 
tion and other expenses not more than twice as great as 
the cost of transporting grain corresponding distances, A 
cent a pound will often pay for carrying wheat from St. 
Paul to Liverpool. Probably at three or four cents a pound 
above the cost of cattle in Colorado and Texas there would 
be an enormous consumption of American beef in Europe, 


thousand. 


New YorK RAILROAD LEGISLATION at this session seems 
not likely to be important, notwithstanding the important 
bills reported by the Hepburn Investigating Committee. The 
bill with regard to freight discriminations passed to a third 
reading in the Assembly last week by a very large majority ; 
but the Commissioners’ bill a day or two afterward received 
a decidedly adverse vote, and now it is reported that a large 
number of those who voted the freight vill toa third reading 
will vote against making it a law, and that it cannot 
pass the Senate even if it does the Assembly. The 
cause of the rejection of the Commissioners’ bill is said 
to be the opposition of the Lemocrats to giving the Republi- 
can Governor a chance to provide for three working poli- 
ticians at the public expense; and in the actual condition of 
New York politics there is no doubt that such places are 
likely to be used by whichever party may be in power for 
the purpose of paying men for running the party machine. 
We believe that a Commission of capable men, who would 
devote themselves wholly to the duties of their office, might 
be very useful, but we fear that there would not be much 
probability of getting such a Commission, 





Plan for Equalizing Export Rates. 


As has been noted before in these columns, the chief dis- 
turbing element in rates from the West to the seaboard last 
winter was the variation in ocean rates from different pozts. 
It the through rate from the West to Europe, including 
transfers and insurance, is not the same by all ports, the 
freight billed through tends to go exclusively by that port by 
which the rate is at the time lowest. When the differences 
in the rates from the West to New York, Philadelphia and 
Baltimore were agreed upon, it was estimated that these just 
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about equaled the differences in port charges and ocean rates. 
But the latter vary from time to time, and not always to 
the same extent at the different ports ; and the consequence 
is that sometimes the rail rate plus port charges and ocean 
rate via New York may be lower than via Baltimore, and 
vice versa, so that the current of through exports may be by 
way of one port chiefly at one time, and by way of another 
port at another time. 

It has been considered desirable to make the export rates 
by all ports equal at all times, if possible, by the railroads. 
In this business, as in any other, every establishment: de- 
sires at all times to offer its customers rates as favorable as 
any other establishment will offer. To effect this, while 
maintaining regular rates is, however, not easy, because of 
the fluctuations of ocean rates. These vary from day to day 
and often change more than once in the same day. The 
railroads could not announce a Chicago-Liverpool rate in Nu- 
vember and maintain it till March, as they did a Chicago- 
New York rate, without varying the rail rate as often as the 
ocean rate changed. At the time the 40-cent rate from 
Chicago to New York was made last November, the ocean 
rate was 13 cents per bushel for grain or 21%, cents per 100 
Ibs. In January it had fallen to 10 cents. 

The Trunk Line Executive Committee at a meeting last 
December, aud the Joint Executive Committee last January 
passed, resolutions favoring the adoption of some plan by 
which uniform export rates might be secured, and the trunk 
lines instructed their foreign agents to submit a plan, which 
they did, as follows : 

‘*Memorandum of a plan agreed upon by the foreign 
freight agents of the trunk lines for carrying into effect the 
resolution of the Joint Executive Committee, relative to 
making uniform through rates from all common points of 
shipment to the same European point, via all the seaboard 
ports of the Trunk Lines. and which plan is submitted for 
the action of the Trunk Line Executive Committee. 

‘* First.—That a committee shall be appointed by the Trunk 
Line Executive Committee, which Committee, when formed, 
shall be known and designated as the Foreign Freight Rate 
Company. 

** Second.—The Committee shall be regularly organized by 
selecting from among its members one person to act as Chair- 
man. They shall also appoint one per-on to act as Secretary, 
who shall not bea member of the Committee, nor in the 
direct employ of any of the roads in interest. They shall 
also have authority to employ such clerical help as may be 
necessary to carry out the objects of the organization. 

‘* Third.—The Committee shall meet at such times and 
places as may be agreed upon. 

‘** Fourth.—The Committee to have the power to make 
through rates from common points of shipment to foreign 
ports or points, which rates shall become the uniform and 
established rates, via all the seaboard ports of the trunk lines. 

** Fifth.—The through rates shall made from Chicaz9o 
to the foreign point, and the rates from other common points 
shall be made by adding thereto, or deducting therefrom, 
the difference between Chicago and said common points the 
tariff rates to New York. 

** Sixth.—The Committee shall daily, or as often as may 
be necessary, quote the rates from Chicago thus established 
to some one party at each of said common points, who may 
be appointed by the roads in interest to receive the said 
rates, and who shall simultaneously report them to all road 
or line agents authorized to contract through freight. 

** Seventh.—The Committee shall have the power to adopt 
a uniform through bill of lading, which form shall be so 
framed as to give to the carrier the right to forward the 
property by any road, line, route or port. 

** Kighth.—No through bills lading or through rates shall 
be recognized by the railroad companies in interest except 
such through bills lading or through rates as are issued by 
their authorized representatives. 

** Ninth.—All property consigned to or in the care of ocean 
lines or vessels, or to their agent or agents at the seaboard, 
under local bills lading, shall be subject to all the conditions 
and regulations governing local shipments. 

“ Tenth.—That the Committee shall have the power to 
adopt such rules and regulations as in their judgmedt may 
be necessary, subject to the approval of the Commissioner, 
to carry into effect the resolution as adopted by the Joint 
Executive Committee, No. 23, page 17, of the proceedings 
of that Committee held Jan. 20, 21 and 22.” 

Feb. 20 the Trunk Line Executive Committee adopted this 
plan and resolved that it be put into execution as early as 
possible, and invited the Grand Trunk to appoint a represent- 
ative on the proposed ‘ Foreign Freight Rate Committee.” 

Some general notion of this plan became known, or rather 
some distorted netion of it, and the impression seemed to 
prevail among Western exporters that it was intended or at 
least calculated to break up the through export business 
from the West, which of late years has become important’ 
and is growing rapidly. Protests were received from several 
commercial bodies, among them the Chicago and Indian- 
apolis Boards of Trade and the St. Louis Merchants’ Ex- 
change. With these came some letters from merchants 
which pointed out very cleverly some practical obstacles to 
the execution of the plan which merited and received fuil 
consideration. But the tone of the resolutions passed indi- 





cated that generally the whole object and aim of the plan 
was misapprehended. The report on the subject adopted by | 
the Memphis Cotton Exchange, however, deserves to be put 
on record as an example of the wild utterances of men sup- | 
posed to be sane. It is as follows ; 


ACTION OF THE MEMPHIS COTTON EXCHANGE, | 

A meeting of the Cotton Exchange was held yesterday to | 
receive the report of the Committee on Freight and Trans- | 
portation upon the proposition to coéperate with other busi- | 
ness bodies co resist the action of the trunk lines in regard to | 
export freigits. The meeting wascalled to order by Mr. J. F. | 
Pettit, Vice-President. 


REPORT OF THE COMMITTEE ON FREIGHT AND TRANSPORTA- | 


Mr. J. A. Godwin, Chairman of the Committee on Freight | 
and Transportation, was called upon for his report. Before | 
doing so, Mr. Godwin stated that but four of the entire com- 
mittee of seven had given consideration to the report, 
Messrs. C. T. Curtis, cotton buyer; Alf. G, Tuther, agent | 
Star Union Lise, and Jobn Burns, General Freight Agent | 
Louisville & Nashville road, having refused toserve. He | 
then read the report, which was as follows : 

** MEMPHIS, April 2, 1880. | 
* To the Memphis Cotton Exchange: 
**GENTLEMEN: Your Committee on Transportation and | 





Freights, to whom was referred t! oF ge oegge | of Pool Com- 
missioner Albert Fink, of New Yor 
freights from common points of shi 
points, thus making a uniform daily rate over each and 
every een — : =. 
country, but to all forei leave to report: 
ur After careful pete I ener o = 
tioned, we have no hesitancy in pronouncing it the most ag- 
gressive and monstrous scheme that could be inaugurated to 
ralyze the energy and dwarf the prosperity of this vast 
nterior section of country. 

‘* While this scheme seems to have originated with the 
Executive Committee of the four trunk lines of railroad for 
their common aggrandizement, in our fpdcnent it will ex- 
tend further, and the ultimate result will be to build up and 
enrich seaport towns and cities, but will cause interior 


towns and cities to retrograde and degenerate into mere | 


distributing points for coast importers. § 

‘** The advantages enjoyed by interior or inland cities, in 
having a choice of routes to the seaboard, enabling them 
to secure the chenges ocean rates attainable to foreign 
ports, by means of through bills of lading, nas contributed 
more to their growth and prosperit 
cause. 
St. Louis or Louisville can have the advantage of the cheap- 
est ovean freight from New Orleans, Norfolk, Baltimore, 
Boston or New York, at the time of shipment; these rates 


than any other one 


a from day to day according to the amount cf ton- | 


nages that happens to be at any one of these ports. Having 
this advantage, interior shippers can compete successfully 
with any one seaport, and build up large and prosperous 
commercial communities, such as Cincinnati, St. Louis, 
Louisville, Memphis and other flourishing places in the 
Mississippi valley. If, however, Commissioner Fink should 
succeed in this grand plan cf taking everybcdy’s stuff, and 
shipping it when and where he pleases, it would virtually 
destroy the export trade from the interior, and all products 
of every description would be shipped to the seaboard, re- 
handled, stored and sold for foreign shipment, thus not only 
absolutely transferring all export business, but every article 
imported into the interior would necessarily change owners 
st theseaboard. Under this system, what would be easier 
than for these monopolists to give preference to some favor- 
ite port or point over the othersand building it up to vast 
proportions, while other cities or ports oun advantageous 
would be entirely ignored? 

‘** But why should Mr. Fink and the grand trunk railroads 
seek to control this through freight? They have a pooled 
monopoly at present of all freights to the seaboard. Is it to 
exact a heavy rebate from the thousand and one masters of 
vessels that would hover about them seeking business ? This 
certainly would be a handsome perquisite, as rates could be 
so arranzed as to make them remunerative after the rebate 
is deducted, the lords of the railway having it all in their 
own hands. This extra profit of cotton alone would amount 
to millious, and yet is a small item compared with all other 
products. And who, we would ask, is to pay these extor- 
tionate charges demanded by cowrmercial tyranny ¢ Not 
the exporter nor the merchant, but the toiling millions of 
»sroducers and consumers from the Allegheny to the Rocky 

ountains—the occupants of more than one-half the states 
and territories of this nation, owning a seacoast extending 
thousands of miles, with hundreds of safe and secure har- 
bors. This is the country and these the people that Com- 
missioner Fink proposes to dictate to from his cushioned 
chair in New York City! 

‘* Shall we submit to this propose outrage upon our rights 
and privileges ¢ We trust not. Yet we would not threaten 
these mighty corporations with a repetition of the grange 
movement made against them a few years since, but under 
these circumstances self-respect and proper regard for the 
vommercial interests of our section would compel as to avail 
ourselves of any legitimate means of self-protection. We 
believe this can be done to some extent by utilizing this 
noble river, whose broad waters furnish nature’s grand trunk 
to the gulf, that cannot be monopolized. If we are but true 
to ourselves, herein lies our safety —to unite with every town 
and city, if necessary, in this entire valley. First, in build 
ing steamboats, barges and every other water craft that 
will facilitate-and cheapen transportation. 
infiuence possible with the government at Washington to aid 
in the improving of the navigation of the Mississippi River 
and its tributaries. That this can be done, and that right 
speedily, there is not the shadow of a doubt. 

** Whether Commissioner Fink and other meribers of the 

ixecutive Committee have ever contemplated pushing this 
scheme to the exteut here pointed out, we have no means of 
knowing. But whether they have or not, it is so vast, and 
would furnish the means for such unbearable = »ression, on 
a people disorganized and pony erty: | helpless, and it 
seems fraught with so much evil, that we can but view it with 
the deepest concern and anxiety. 

* Your Committee therefore offer for adoption the follow- 
ing resolutions: 

** Resolved, That this Cotton Exchange and Chamber of 
Commerce do earnestly and solemnly evter their protest 
against the proposed scheme of Commissioner Fink and the 
Executive Committee of the grand trunk railroads in their 
unnecessary and unjust interference with ocean freight rates, 
and would ask, in conjunction with other commercial bodies, 
that they desist from further action in the matter, 

** Resolved, That if the grand trunk roads persist in carry- 
ing out this scheme, we will use our influence and give sub- 
stantial aid in any legitimate way to defeat its pernicious re- 
sults to this section of the country, and that we will act in 
concert with boards of trade or chambers of commerce north 
and south for mutual protection. 

* Resolved, That if it becomes necessary, the Fresident of 


the Exchange is hereby authorized to appoint 1 committee | 


of three to-attend a meeting of the Executive Committee of 
the grand trunk roads to actin concert with similar com- 
mittees from other commercial communities. 
“J. R. Gopwin, Chairman; 
“RR. F. HERRON, 
“G. V. RAMBAUT, 
“J. W. JEFFERSON.” 
The report was received and adopted. 
This report was forwarded by the Cotton Exchange to Mr. 
Albert Fink, Chairman of the Joint Executive Committee, 
who has made the following remarkably appropriate reply : 


RESPONSE BY MR. ALBERT FINK. 
New York, April 13, 1880. 
‘DEAR Sir: L received your letter of April 5, inclosing 
newspaper slip containing a report of the Committee on 


|‘ Freight and Transportation,” adopted by the Cotton Ex 


change. 

‘‘Tam free to confers that I read this report with some 
surprise. It seems to be a protest against some imaginary 
wrong which the railroad companies are supposed to be about 
to perpetrate. There is not a word of truth in the allega- 
tions which are made in the report, and upon which the de- 
nunciatious of the railroad companies by the Cotton Ex- 
change, are based. 

‘* The facts of the case to which I presume the report has 
reference, are simply these: 
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nected with these roads), the trunk lines, in order to settle 
the difficulty which arose from the rivalry between the dif- 
ferent sea-board cities, agreed that it would be proper and 
right to make to export rates between ints of 
shipment in the West and ints of destination 
| in foreign countries the same via all ports in order to put 
the different ports upon the same footing as regards the di- 
rect export trade. 

‘The inland rates to Baltimore and Philadelphia, as you 
| are aware, were less than to New York, and when this ar- 

rangement was made, the ocean rates were correspondingly 
higher, compensating for the lower inland rate, so that the 

orincipal agreed upon was as near as practicable carried out. 
| Now it is claimed, however, by some that the ocean rates are 
nearly the same from al] Eastern points, and that this, with 
the lower inland rates to some of the more Southern points, 
gives the latter an undue advantage in direct export rates 
over the more Northern ports. Some of the trunk roads 
therefore claim that the lowest rate that can be made 
through any one port, by adding to the inland rate the ocean 
rate, should for the same time be the controlling rate via all 
other ports. This is all that the railroad companies have 
contemplated doing, and nothing more. 

“In (desiring to carry out this plan it did not occur 
|to the trunk-line managers that a possible objection 

could be made by export shippers to the guarantee of 
jas low a rate via all ports as the lowest via any one 
port; nor could they apprehend that it was possible for 
the members of the Cotton Exchange of Memphis or an 
other place to construe the desire to equalize the through 
rates via all ports as an attempt—in the language of the re- 
port—‘to exact a heavy rebate from a thousand and one 
vessels that would hover abcut them seeking business, and to 
extort millions of money from the toiling millions of pro- 
ducers and consumers from the Allegheny to the Kocky 
Mountains.’ A moment’s reflection should have convinced 
the Committee of the Cotton Exchange that the railroad 
companies can no more control ocean rates than they can 
control the ocean, and that at all times shippers at interior 
points are assured of a rate to foreign ports independent of 
any possible action of railroad companies, which rate can- 
not exceed the established inland rate from interior points to 
the seaboard, plus the port charges and plus the lowest ocean 
rate from such port. 

** The worst thing that is possible for the railroad companies 
to do would be to withdraw altogether the through bills of 
lading on export business from interior cities, or to enforce 
such conditions in connection with these through bills as 
would restrict their usefulness or as would make them alto- 
gether useless 

* If the railroad companies should do this, it only would 
leave the export shippers at interior places in the same 
position in which they always were before @pe railroad com 
panies of their own free will assumed to act as their for 
warders, It does not seem to have occurred to the Com 
‘mittee, in drawing up their report, that the shippers 
are indebted to the railroad companies altogether 
for the  faciiities which they now enjoy for direct 
export shipment. The railroad companies have volun- 
tarily and witbout compensation assumed the responsi- 
bility of issuing through bills of lading and to act 
as forwarders for interior shippers, thus extending facilities, 
the value of which i: fully appreciated by the Committee, 
as shown in the report, where it is stated that ‘they have 
contributed more to the growthand prosperity of interior or 
inland cities than any other one cause.’ 

“A little reflection should bave convinced the Committee 
that these same railroad companies who have done so much 
for the direct export trade would be incapable of devising 
‘the most aggressive and monstrous scheme that could be 
inaugurated to paralyze the energy, and dwarf the pros- 
perity of this vast interior section of the country.’ 

‘It is hardly supposable that the same parties who have so 
liberally aided you, could be capable of doing all the horri- 
ble things which you so freely impute them. The railroad 
companies most deeply regret that their efforts in extending 
these great facilities to commerce and trade are so little ap- 
preciated, 

“The proposed action of the railroad companies has only 
in view the equalization of export rates through all seaboard 
cities, and nothing else; and they are fully sensible of the 
difficulties in the way of carrying out this plan. While all 
agree upon the correctness of the principle, the practibility 
| of carrying it out is by no means conceded, The railroad 
companies have appointed a committee for the purpose of 
considering the whole subject and proceeding cautiously in 
the watter. There is nointention of doing any irjury tothe 
export trade, which the railroad companies themselves have 
aided in building up. 

* The railroad companies which | represent are at al) times 
ready and willing to hear any objections to any plans or 
acts of theirs, and they will give the fullest consideration to 
the same, and avail themselves of your advice. 

“* While they desire to cultivate the most friendly relations 
and secure full understanding in all questions of mutual in- 
terest, they must earnestly protest against the spirit in 
which this report is written, and against the publication of 
such reports in the public press. Reports of this character 
are evi.ently written for the special purpose of inciting 
| prejudice against the railroad companies. They can do no 
| possible good, They are unjust both to the rai roads and, I 
| think, to the parties originating the same. I can hardly 
| believe that this report originated with any of the members 
| of the Cotton Exchange, or that it has received their careful 
| consideration. It seems to have been written by some per- 

son of a very excitable and unbalanced mind. 

“1 would, therefore, respectfully ask that the report be 
| reconsidered, 

‘In order that you may be able to act upon the matter 
| intelligently, I inclose herewith copy of the circular relating 
| to the subject of making same rates ria all ports, and I hope 
| you will consider it in connection with the explanation given 
in this letter, and point out the particular features which 
you deem objectionable and the reasons therefor, and I will 
| then bring your communication before the Committee bav 
ing charge of this matter, who will, no doubt, give it the 
| fairest and fullest consideration. : é 
| “ Trespectfully request, as an act of justice, that you will 
| give this communication the same publicity as you have 
| given to the report, in order to correct the wrong impression 
which the publication of your report must have produced. 
* Very respectfully, ALBERT Fink, Commissioner. 

“To SAMUEL M. Gates, Esq., Secretary and Superintend 

ent Memphis Cotton Exchange.” 





Hand Cars and Trains. 

The following circular from General —_ rintendent J. T. 
Clark. of the Union Division, Union Pacific road, refers to a 
practice which is entirely too common on many roads and is 
always dangerous: 

“Phe practice of attaching hand cars or push cars to 
trains is one that has frequently resulted in injury to per 
sons and damage to property and must be entirely stoppe d 
Employés in charge of such cars who permit them to be 
attached to trains. will be dismissed from the company © 8er- 

| vice, and all train men are instructed to report to Division 


‘* Some four years ago (long before | was personally con- | Superintendents, any violation of this order 


























GOeneral Railroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Mectings. 
Meetings will be held as follows : 
Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 8. Transfer books ciose April 30. 
Canada Southern, annual meeting, in St. Thomas, Ont. 
June 2. Transfer books close April 27. 


Annual Conventions. 

Meetings of various railroad and engineering associations 
will be held as follows: 

The Master Mechanics’ Association will meet in Cleveland 
on Tuesday, May 11, N. E, Chapman, Chairman Committee 
of Arrangements, Cleveland, Ohio. 

The American Society of Civil Engineers will meet in St. 
Louis, Mo., May 25, 1889, T. J, Whitman, Secretary Local 
Committee, St. Louis, 

The Master Car-Builders’ Association will meetin Detroit, 
Mich., on Tuesday, June 8. 

Dividends, 

Dividends have been declared as follows: 

Baltimore & Ohio, 4 per cent., semi-annual, on Main Stem 
stock, payable May 15; also 5 per cent., semi-annual, on 
Washington Branch stock, payable April 16. 

Cedar Rapids & Missouri River (leased to Chicago and 
Northwe-tern), 1 per cent., quarterly, payable May 1. 


Foreclosure Sales, 

The Greenville d& Columbia, road was sold in Columbia, 
8. C., April 15, under a decree of foreclosure and bought 
for 82,964,000 by W. A. Courtenay, of Charleston, for ac- 
count of a combination formed by the second-mortgage 
bondholders, The road extends from Columbia to Green- 
ville, 143.5 miles, with branches from Cokesburg to Abbe- 
ville, 11.5 miles, and from Belton to Anderson, 9.8 miles; 
the company also owned a controlling interest in the Blue 
Ridge road from Anderson to Walhalla, 48.4 miles. The 
funded debt by the latest report consisted of 632,200 bonds 
of various small issues and $1413.10 bonds guaranteed by 
the state of South Carolina. An additional mortgage for 
$2,500,000 was authorized in 1876, but it is not known how 
many bonds were issued under it, } 

The Laurens Railroad was to have been sold at the same 
time as the Greenville & Columbia, but the Court postponed 
the sale until August 15, The road extends from Newberry, 
S. C., to Laurensville, 32 miles; during the war the rails 
were taken up and the road ebandoned, It 1874 it was sold 
and bought by parties interested in the South Carolina and 
the Greenville @ Columbia roads. It has since been worked 
asa branch of the latter road. 


General Time Convention. 

The General Time Convention held its spring meeting at | 
the Grand Pacific Hotel, Chicago, April 13, with a full at- 
tendance, 75 roads being represented, Some discussion had 
been expected, as it was believed that the Wabash people 
would offer a proposition for a new fast train between New 
York, St. Louwls and Omaha. Matters were all arranged in 
caucus beforehand, however, and the actual proceedings 
occupied but a few minutes, 

Mr. F. N. Finney, of the Wisconsin Central, was made 
Chairman, and W. F, Allen, of the Official Guide, Secre- 
tarv. 

The following resolutions were offered and unanimously 
adopted : 

‘Resolved, That the schedules now in force upon the 
Trunk Lines between New York and Chicago and St. Louis 
be continued in force during the coming season. 

** Resolved, That when changes are made 1m local trains 
and upen lateral or connecting roads, they take effect May 
10.” 


The convention adjourned to meet on the second Thurs- 
day in October, at the office of the Railway Publishing Com- 
pany, New York. 

Southwestern Railway Association, 


A meeting of the Executive Committee was held in Chi- 
cago, > 18, at which were present Messrs. John C. Gault, 
of the Wabash, St. Louis & Pacific road; A. A. Tallmage, 
Missouri Pacific; J. C. McMullin, Chicago & Alton; C. W- | 
Smith, Coicago, mange & Quincy; J. B. Carson, Hanni 
bal & Ss. Joseph, and J. W. Midgley, Secretary of the com- 
mittee. Mc. McMullin presided, 

The meeting had been called at short notice to equalize and 
arrange the east and west-bound tonnage of the pool in 
which Kansas City, St. Louis and Chicago are directly inter- 
ested, ‘Tbere was considerable discussion as to the time when 
the difference in tonnage should be settled among the roads 
composing the association, as, according to the present rules, 
all differences of tounage between Chi St. Louis and Han- 
nibal are settled by cash payments, This was an important 
topic to discuss, the differences now existing running back 
to Dec. 1, 1879. After considerable talk, the committee 
agreed to call for cash settlements between all roads, to be 
made June 1. 

The equal‘zation of rates on wheat and corn was also dis- 
cussed, and some minor matters were settled. 


Passenger Rates to the Conventions. 

A special meeting of the General Passenger nts of the 
Chicago, St. Louis and Cincinnati was held at the 
Grand Pacific Hotel in Chicago, April 15, to decide upon 
special rates to passengers attending the Republican Con- 
vention andthe Knights Templar session, and the Demo- 
eratic Convention in Cincinnati. There were nt Messrs, 
James Charltou, Chicago & Alton; Chandler, Missouri Pacific; 
F. E, Morse, Hannibal & St. Joseph; J. W. Cary, Lake Shore 
& Michigan Southern; Frank Myers, Pennsylvania Com- 
vany; E. St. John, Chicago, Rock Island & Pacific; W. C. 

ohnson, Lilinois Central; Brighton, Chicago, Burlington & 
Quincy; Van Bergen, Chie & Northwestern; Charles K. 
Lord, Wabash, St. Louis Pacific, and George Daniels, 
Chicago & Pacific. 

The meeting selected Mr, “rank E. Morse Chairman, and 
George Daniels Secretary. 

The object of the gathering having been stated, and the 
advantages referred to that would be derived froma general 
reduction in rates during the periods mentioned, it was then 
agreed to make rates from Council Bluffs, Atchison, Leaven- 
worth, St. Joseph and Kansas City to Chicago during the 
Republican convention at $20 for the round trip. For the 
Democratic convention at Cincinnati the rates were fixed at 
$26.50 from Council Bluffs and Nebraska City, and at $20 


here April 26. . 
A communication was read from Mr. Joseph Angell, Gen- 
| eral Passenger and Ticket Agent of the Delaware & Hudson 
| Canal Company, stating thatthe fifty-first annual meeting 


|of the American Institute of Instruction would be 
|held at Saratoga Springs, Tuesday, July 6, 
| 1880, and continue in session three days. There were 


12,000 members present at the last annual meeting, 
and as the funds nevessary to carry on the work of the 


| was essential to their success that excursion tickets should be 
sold to members, and a concession from the regular rates was 
therefore asked. The communication was réferred to the 
Passenger Agents’ meeting, which will be held in Indianap- 
olis, May 16. 


Illinois Freight Association. 
The Central Rate Association, which was organized last 


was reorganized under the above name at a meeting in Chi- 
cago on the 15th. Its purpose is to agree upon and maintain 
arbitrary rates on the lines of the members at such points as 
it is practicable to dispense with prorating with the trunk 
lines. There were present: J. M. Osborn, Wabash; H. 
Walker, Toledo, Peoria & Warsaw; H. J. Page, Cincinnati, 
Indianapolis, St. Louis & Chicago: James Smith, Chicago & 
Alton; Horace Tucker, Illinois Central: W. 8. Spiers, To- 
ledo, Peoria & Warsaw; H. C. Diebl, Indianapolis, Blooming- 
ton & Western; Mr, Williams, Ohio & Mississippi; T. 
Gault, Chicago, Pekin & Southwestern; Mr. Smith, India 
napolis & St. Louis: A, C. Bird, Wabash, St. Louis & Pa- 
cific, 

A new constitution and by-laws were adopted, according 
to which a wember must give 60 days’ notice of its intention 
tw withdraw, and disputes must be referred to the Executive 
Committee for settlement. J. M. Osborn (Wabash), James 
Smith (Chicago & Alton), Horace Tucker (Illinois Central), 


Bloomington & Western) were chosen as Executive Com- 


position he held in the old Central Association. 

It is reported that all the interior roads interested in the 
ern, have joined it. 

Meeting of Southern Master Car-Builders. 

Pursuant to a call signed by parties managing the mechani- 
cal departments of a number of railroads in the Southern 
states, a meeting was held at the Markham House, Atlanta, 
Ga., April 14, to consider the question of uniformity in the 
height of draw-bars of freight cars. 
to order at 10 o’clock, and Mr. J. H. Flynn elected Chair- 
man, and R. Wells appointed Secretary. The roads repre- 
sented and parties representing them were as follows: 

William Rushton, ater Mechanic Atlanta & West Point. 

J. H. Flynn, Master Mechanic Western & Atlantic. 

W.G. Grumbling, Master Car-Builder Western & At- 
lantic. 

J. 8. Cooke, Master Mechanic Georgia Railroad. 

T. M. Preval, Master Car. Builder Georgia Railroad. 

R. H. Briggs, Master Mechanic Mobile & Ohio. 

B. J. Sitton, Master Mechanic Selma, Rome & Dalton. 

R. Wells, Superintendent of Machinery Louisville & Nash 
ville. 


ing resolution was offered by 
Ohio: 

** Resolve, That this meeting recommend that a height of 
draw-bar of 33 in. from top of rail to centre of the draw- 
head be adopted as the standard for freight cars.” 

After a very full discussion of the subject by all present, the 
resolution was unanimously adopted and the Secretary in- 
structed to furnish each representative present with a copy 
of the proceedings of this meeting, also the officers of other 
roads interchanging cars with theirs; and that he request the 
General Manager of the Louisville & Nashville road to bring 
this subject to the notice of other general managers of roads 
in the South, with the view of inducing them to adopt the 
height recommended as a standard for their roads generally. 


Mr. Briggs, of the Mobile & 


ELECTIONS AND APPOINTMENTS. 

Ashtabula & Pittsburgh.—At the annual meeting in Ash- 
tabula, U., April 7, the following directors were chosen: W. 
H. Barnes, W. 8. Bissell, J. J. Brooks, A. C. Fisk, F. Har- 
rington, Henry Hubbell, Thomas D. Messler, H. L. Mor- 
rison, Wm. Mullins, Warren Packard, John Scott, Wm. 
Thaw, C. B. Wick. The road is worked by the Pennsyl- 
vania Company. 


Baltimore & Ohio,—Mr. L. M. Cole, for many years Gene- 
ral Passenger and Ticket Agent, will hereafter be General 
Ticket Agent only. Mr. Charles K. Lord has been appointed 
General Passenger Agent. The office of Assistant General 
Passenger Agent is abolished. 

Mr. Lord was formerly General Passenger Agent of the 
St. Louis, Kansas City & Northern, and, since the consolida- 
tion, has been General Ticket Agent of the Wabash, St. 
Louis & Pacific. 


Berkshire,—This company has reélected John H. Cofting 
President, and D. L. Williams Clerk and Treasurer. The 
road is leased to the Housatonic Company. 


Bellaire & Southwestern.—Mr. 8S. C. Cochrane has been 
appointed Superintendent, in place of George Henry, re- 
signed. Mr. M. Jogley has been appointed Road-Maste:, a 
new office on this road. Mr. Cochrane is an old Conductor 
on ae Baltimore & Ohio, and Mr. Jogley was on the same 
road, 


Boston & Mystic Valley.—At the annual meeting in Wo- 
burn, Mass., April 14, the following directors were chosen: 
Stephen Dow, Woburn, Mass.; 8. W. Twomley, Winchester, 
Mass.; E. J. Crossman, J. P. Thompson, Lowell, Mass.; J. 
L. Butman, Mayville, N. Y. 


H. C. Hull, of Woburn, Treasurer 


Cedar Falls & Minnesota.—In Dubuque, la., April 12, the 
following directors (one-third of the board) were chosen for 
three years: Alexander Taylor, Jr., H. W. Ford, E. F. 
Winslow. The road is leased to the Dlinois Central. 


Central 


pinted Assistant General Passenger Agent. 
teneral Baggage Agent some time. 





from Leavenworth, Kansas City, St. Joseph and Atchison. 
~~ pleas, City to Cincinnati a rate of for 50 will be en- 
orced, 


lic at the rate of 24 cents per mile. 


Defrees, Goshen, Ind.; Norman Beck- 


for the round trip. Tickets will be sold to the general pub- af Sy pom Ind. ; Wm. Binghum, H. B. Paine, W. 8. Jones 
Cc. 


atarate of 2‘) cents per mile. 


Beckley has been General Manager for the 


ton, were appointed to prepare the excursion tickets, an- | Trustees for some time. 


es <a ae, 


mittee. Mr. J. M. Osborn was elected President, which | 


The Chairman stated the object of the meeting, and after | 
a general interchange of opinion on the subject, the follow- | 
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| nounce the time of sale, and report at the meeting to be held 


’ | institute are derived entirely from the annual fee of $1, it | 


fall, but has not been able to carry out its purpose very well, | 
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Denver & Rio Grande.—This road having veen returned 
to the company, Mr. D. C. Dodge resumes his positicn as 
General Manager. He has appointed 8S. R. Ainslie Superin- 
tendent, and 8S. W. Eccles General Freight and Passenger 
Agent. 


Des Moines & Kansas City.—The officers of this new com- 
pany are: President, Wm. M. Jones; V ‘ce-President, George 
| Lendrum:; Secretary, Charles Jones; Treasurer, P. M 
Cassady. Office in Des Moines, Ia. 


Kansas Citu, Burlington & Santa Fe.—At the annual 
' meeting held March 31 the following directors were chosen: 
| Samuel J. Carter, Orson Kent, Wm. H. Schofield, Burling- 
ton, Kan.; Henry 8S. Chandler, George W. Debevoise. A. R 
Fiske, George W. Hale, Joseph P. Hale, George Moore, 
Charles Place, Thomas Rutter, John C. Short, Robert W. 
Smith, Charles H. Stone, T. Leeds Waters, New York: 
Lucius L. Hubbard, Boston. 


Little Miami,—The following appointments have been 
| made, the officers named reporting to George H. Kimball, 
| Engineer of Maintenance of Way: Jobn Reynolds, Assistant 
| Road-Master in charge of road from Cincinnati to Xenia: 
Thomas Rummel], Assistant Road-Master, division from 


| Xenia to Columbus; John Breen, Assistant Road-Master, di- 


| vision from Xenia to Richmond. 


| Macon & Brunswick.—The following circular announces 


officially an appointment heretofore noted : 
a N . 


Mr. J. M. Edwards has been appointed the Superintend- 
ent and General Manager of the Macon & Brunswick Rail- 
road Company, to take effect April 15, 1880, with office at 
Macon, Georgia.” 


| Morgan’s Louisiana & Teras.—The following officers have 


| been reélected: President, C. A. 


H. W. Hibbard (Vandalia Line), and H. C. Dieh! (Indiana, | 


purposes of the Association, except the Lake Erie & West- | 


The meeting was called | 


Whitney; Vice-President 
A. C. Hutchinson; Secretary, John B. Richardson; Trea 
surer, C, M. Whitney; Superintendent, George Pandely. 


New York Central d& Hudson River.—Mr, C. F, Doane has 
been appointed Emigrant Agent for this company, in place 
of R. M. Hazard, resigned. This appointment to take effect 
May 1, proximo. After that date the emigrant tickets will 
be issued by the company, and will be reported to connect- 
ing lines, together with first-class tickets. 

Oregon Railway & Navigation Co.—Mr. T,. F. Oakes has 
been chosen Vice-President and General Manager. He was 
formerly on the Kansas Pacific, and for some time past has 
been General Superintendent of the Kansas City, Fort Scott 
& Gulf and Kansas City, Lawrence & Southern railroads. 


Pennsylvania.—Tb2 following changes are announced in 
the Maintenance of Way Department: Wm. M. Phillips, 
Assistant Engineer, Philadelphia Division; M. L. Vernon, 
Supervisor of Pittsburgh, Virginia & Charleston Division, in 
place of H. W. Byers, resigned; R. L. Holliday, Supervisor 
of Division No. 4, Main Line, in place of Vernon, trans- 


| ferred. 


Philadelphia Rapid Transit Co,—The oflicers of this com- 
pany are: George H. Boker, President: John 8. Mason, W. 
W. Middleton, Walter Wood, Frederick W. Foote, Direc- 


| tors; F. B. Esler, Secretary. 


| 





The board elected J. L. But- | 
man President, in place of Mr. Dow, declined, and reélected | 


| 


Rochester & State Line.—Receiver Macy has appointed Mr. 


| KE. A. Holbrook General Passenger and Ticket Agent. Mr. 


Holbrook has been connected with the road from its first 
opening. 


St. Louis, lron Mountain d& Southern,—At the adjourned 
annual meeting in St. Louis, April 15, the following direct- 
ors were chosen: R. A. Edgerton, Little Rock, Ark.; Thom 
as Allen, W. R. Allen, George 8S. Drake, Rufus J. Lackland, 
John R. Lionberger, W. M. Senter, St. Louis; Henry Whe 


| len, Philadelphia; Warren Delano, Joseph 8. Lowrey, H. 


G. Marquavd, Samuel Shethar, J. T. Terry, New York. 
The new directors are Messrs. Edgerton, W. R. Allen, Drake, 
Lionberger, Senter, Delano, Shethar and Terry, who suc 
ceed BE, A. Hitchcock, 8. G. Ward, George S. Morison, C. 
H. Marshall, R. B. Minturn, N. M. Beckwith, H. A. Pellew 
and Lucius Tuckerman. The board elected Thomas Allen, 
President; H. G. Marquand, First Vice-President; W. R. 
Allen, Second Vice-President; 8. D. Barlow, Secretary; D. 
W. McWilliams, Treasurer; J. W. Wallace, General Audi- 
tor; A. W. Soper, General Superintendent; O. W. Ruggies. 
General Passenger Agent; Seth Frink, General Freight 
Agent; Thomas Essex, Land Commissioner. The only change 
in officers is the election of W. R. Allen (late Assistan’ to the 
President) Second Vice-President in place of E. A. Hitchcock. 


St. Paul & Duluth.—Mr. F. 5. Usley has besn appointed 
Auditor and Mr. R. 8. Hair General Ticket Agent, to date 
from April 12. 


Shenango d& Allegheny.—At the annual meeting in Green 


| ville, Pa., April 14, the following were chosen: President, 


A. H. Steele, Titusville, Pa.; Vice-President, Thomas H. 
Wells, Youngstown, O. Directors, 8. Burke, Cleveland, O. ; 
R. B. Roosevelt, New York; A. G. Egbert, Franklin, Pa. ; 
F, H. Oliphant, Pardoe, Pa.; James T, Plair, Greenville, Pa. ; 
Secretary and Treasurer, Thomas H. Linnell, Greenville, 
Pa.; General Superintendent, James T. Blair. 


Southeastern, of Canada,—Mr. Nathaniel Pettis, of Know] 
ton, P. Q., has been chosen Vice-President, in place of James 
O. Halloran, resigned. 


Staten Island Rapid Transit Co.—This company has been 
organized with the following directors: George Bechtel, J. 
F, Emmons, A. Hegewisch, Adolph L. King, Wm. Krebs, 
W. W. Macfarland, I. K. Martin, Extine Norton, W. H. 
Pendleton, John D. Vermeule, Frederick White, R. B 
Whittemore, Erastus Wiman. The board elected Erastus 
Wiman, President: W. W. Macfarland, Vice-President: J. 
F,. Emmons, Secretary and Treasurer, 


Sterling Mountain.—At the annua] meeting in New York, 
April 6, Mr. A, W. Humphreys, late Treasurer, was chosen 
President, in place of J. B. Moorhead, Mr. George C. Clark 
was chosen Treasurer. 


Valley, of Ohio.—At the annual meeting in Cleveland, O., 
April 21, W. J. Boardman and L. M. Coe were chosen di- 
rectors for three years, and John Tod a director to fill a va 
eancy. The board elected J. H. Wade, President: S.T. Ev 
erett, Vice-President and Treasurer; W. B. Porter, Secre 
tary; Samuel Briggs, Superintendent; C. B, Childs, Chief 


| Engineer. 


Vermont.—Mr. David McKenzie has been ap- | 
He has been | 


Cincinnati, Wabash d& Michigan-—The bondholders met | 
ae erie Aesidl ; m |in Wabash, Ind., April 14, and organized a new company | 
_ It was decided to sell tickets to Knights Templar and their | with the following directors: C. E. Cowgill, A. G. Wells, | 
immediate families, from all points to this city, at one fare | Wabash, Ind.; J. 


Tickets to county fairs and political mestings will. be sold | J’ H, Wade President: Wm. Bingham, Vice President; Nor- 


Secretary and | effect May 1. 


Western, of Alabama.—Mr. W. G, Patteson has been ap 
| pointed Master of Transportation. 


PERSONAL. 


—Mr. Charles K. Lord has resigned his office as General 
| Ticket Agent of the Wabash, St. Louis & Pacific, to accepta 
| position on the Baltimore & Ohio road. 


—Mr. C. W. Smith has resigned his position as Trattic Man- 





‘A itte tat . Wade President; Wm. Bingham, Vice-President; Nor- | ager of the Chicago, Burlington & Quiscy road, to take 
committee, consisting of | man Beckley, General Manager; W.S. Jones, 
Messrs. St. Joho, Johnson, Chandler, Charlton and Brizh- Treasurer. Mr, . ; e 


No cause for this action is given. 


—Mr. James O. Halloran has resigned his position as Vice 
President of the Southeastern Railway Company, of Canada, 











oe 
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in consequence of pending litigation with Bradley Barlow, 
President of the company. : : 

—It is reported that Mr. Edward W. McKenna, now 
Superintendent of the Indianapolis & Vincennes, is to suc- 
ceed Col. J. R. Shaler as General Superintendent of the 
Jeffersonville, Madison & Indianapolis road. 


—Major C. W. Gardiner, General Agent of the Burling- | 


ton, Cedar Rapids & Northern, and at one time Secretary 


and Treasurer of the St. Louis & Southeastern, died of con- | 


sumption at Cedar Rapids, Ia., April 12. He was a nephew 
of Gen. E. F. Winslow. 

—Mr. Brandon Mozley, for a few years past General 
Superintendent of the Panama Railroad, has returned to 
this country with impaired health, and it is reported that he 
will not return. Mr. Mozley was at one time Superintendent 
of the Sheboygan & Fond du Lac Railroad, we believe. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings are reported as follows by various companies: 
1880. i879, Ine. or Dec. P.c. 

Three months ending March 31: 
Alabama Gt. Southern..... $154,457 $100,187 1. $54,270 54.3 
Chi., Clint , Dub. & Minn 160,979 120,593 1. 40,386 33.5 
Chi. & West Mich > 190,396 144,550 1. 45,846 41.7 
Denver, So. Park & 475,434 





Kan. City, Ft. Scott & Gulf.. 285/086 178.114 I 106,622 60.0 
Minn. & St. Louis........... 139.694 90,427 1. 49/267 54.5 
N. Y. & New Englan 492,058 400,708 1. 91,350 22.7 


Month of February: 
N 


Y. & New England...... $148,908 $119,818 I. 





Net earnings 37,004 19,449 1, 
Mouth of March: 
Alabama Gt. Southern $47,829 $33,152 1 
Chi., Clint., Dub. & Minn 58.817 42,683 1 
Chi. & West Mich........ 71,444 4,916 I 
Cin., Sandusky & Cleve 4.6354 47,356 1 
Denver, So. Park & P BOG TE isasshes. Osis eure 
Kan. City, Ft. Scott & Gulf 96.196 62.8390 1. > 5 
Minn. & St. L. 48,544 34.7900 |. 13,745 30.5 


N.Y. & New England - 181,751 
First week in April; 
Atchison, Top. & 8. F. 
Chi., Mil. & St. Paul.... 
Det., Lansing & Mo 
Flint & Pere Marqueite 
Louisville & Nashville... 
Union Pacific........ 
Second week in April: 


151,737 L. 30,014 19.8 

$146,000 $1: 

20:1 GOO 156,467 
22.477 7 
30,479 74, 
106,900 84.555 

393.901 NBT 775 


. $15,541 119 
44,533 28.5 
4.993 28.5 
B.S1L1L 40.6 

. 22.545 26.7 
. 106,126 36.9 


Chi. & East. lll , SIV5S8S $14,146 |. 35.442 4B. 

St. L., Iron Mt. & So 100,400 86336 1 23.064 26.7 
Week ending April 9: 

Great Western....... ... $97.680 $81,108 1. $16,586 20.5 
Week ending April 10: 

Grand Trunk heer $206,797 $152,261 1. $54,536 35.8 


Grain Movement. 

For the week ending April LO receipts and shipments of 

grain of all kinds at the eight reporting Northwestern mar- 

kets and receipts at the seven Atlantic ports bave been, in 
bushels, for the past seven years: 

Northwestern shipments. 

Pic 
















Northwestern Atlantic 

Year. receipts Potal. By rail. by rail. receipts. 
1874.... 3, 74 1,116,488 35.8 2.448.903 
1875 ) 5590 958,175 97.8 1,897,444 
1878 07 07 100.0 1,359,697 
1877. 778.463 1.778.463 100.0 2,440,109 
1878... . £997,045 3,174,725 926.520 399.2 3,937,425 
1879... 2.566,299 3,067,437 3,067,437 100.0 4,629,678 
1880 $486,821 7,730,317 1,678,205 °?1.8 5,371,020 


The receipts of the Northwestern markets are the smallest 
since February, and there have been but four weeks this 
vear that their receipts have been smaller. They are, how- 
ever, 36 per cent, more than in the corresponding week of 
last year. The shipments of these markets were affected 
greatly by the opening of lake navigation, as during it 
nearly the whole fleet that had wintered in Chicago or Mil- 
waukee cleared w.th cargoes. Only in one other year of the 
seven (1878) was navigation open throughout the week. The 
rail shipments dropped down from 5,957,544 during the 
week ending April 8 to 1,678,255 this last week. Of the 
water shipments, 727,712 bushels, or 9.4 per cent., went 
down the Mississippi. Rail rates were not reduced till the 
middle of the following week. The rail shipments have 
rarely, if ever, been so large in the first week of open navi- 
gation. The water shipments, however, and the total ship- 
ments also were the largest ever recorded for a single week 
from these markets. The largest lust fall, when the move- 
ment was extraordinary, were 7,240,000 bushels. The re- 
ceipts at Atlantic ports were the smallest for three weeks, 
but larger than in any corresponding week. 

Of the receipts at Northwestern markets Chicago had 80.1 
ver cent., St. Louis 28.1, Toledo 24, Peoria 7.4, Detroit 4.6, 
Milwaukee 4, and Cleveland 1.8 per cent. The very small 
proportion at Milwaukee and the very large ones at St. 
Louis and Toledo are noticeable. 

Of the receipts at Atlantic ports New York had 80.7 per 
cent., Baltimore 29.4, Philadelphia 15.8, New Orleans 10.4, 
Boston 9.2, Portland 1.3, and Montreal 0.2 per cent. New 
York’s receipts are the smallest for four weeks, but Boston’s 
the largest since November. Philadelphia’s, though very 
large, are more than a third less than tae week before, but 
Baltimore’s are more, and have rarely been exceeded. 

Exports from Atlantic ports for four weeks have been: 


April 14 April 7. March 31. March 24. 
Flour, bbls 59,917 58,606 35,630 56,954 
Grain, bush 4,386,368 5.299.933 4,069,295 5,406,028 


The export movement is considered pretty good. The 
wheat exports gaina little. In the four weeks they were 60 
per cent. greater than in the four weeks next preceding. 

The Bureau of Statistics reports the qualities and values 
of breadstuffs of every kind exported from each Atlantic 
ort of the United States for the nine months ending with 
March, from which it appears that the aggregate value of 
these exports was 182,632,226 in 1879-80 and $132,0322,- 
580 in 1878-79. The percentage by each of the leading 
ports was : 

1879. 1880, 
New York........ naomi S caaik ne ohn wea 54.8 515 


NE GRAPES SS cn Sf ) Fema nat. 211 246 
UO... 1, cccedcsacceeneheengee mae ees > pmemee . 119 11.2 
So tetecns ule eaeee To PRS ee A he 5.8 5.7 
New OrteQns....ccseccccccses VIR bash testes iies. 2.4 3.5 

In the month of March New York’s percen was 51.2 


per cent. this year against 51.6 last year: Baltimore’s, 22.2 
per cent. against 23.7; Philadelphia’s, 11.7 against 14; 
New Orleans’, 5.9 against 4: Boston’s, 5.2 against 5.8. In 
that month Baltimore’s corn exports this year were a little 
larger than New York’s. New York, however, exported 
60 per cent. of the wheat to Baltimore’s 22.4 per cent., and 
64 per cent. of the flour to Baltimore’s 14 per cent. and Bcs- 
ton’s 11 per cent. The exports of New Orleans were almost 
exclusively corn and were 16 per cent. of the total large 
exports of this grain. Its wheat exports were not 2'¢ per 
cent. of the total. 


2 Live Stock Rates. 
In order to maintain the proper difference between tic 
provision and the live hog rates, the latter were reduced 
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—— 14 to 40 cents per 100 Ibs. from Chicago to New York, | 
which is 5 cents more than the provision rate. On other live | 


stock the rate remains unchanged at 65 cents, with the | 
| drawback of 10 cents to shippers who accept the route indi- | 
| cated by the Live Stock Agent. 


Coal Movement. 
| Coal tonnages for the week ending April 10 are reported 
as follows: 








1880, 1879, Increase P. c, | 
| Anthracite Ae 644,284 472.597 171,687 36.3 
| Semi-bituminous... .......... 69,100 67,924 1.176 1.7 
Bituminous, Penna... .. 64,448 60,027 4,421 7.4) 
Coke, Pennsylvania.......... 31,910 = ........ 0 cee eeee 





Full te) eres of anthracite has been resumed. The 
Cumberland business is improving, owing to the settlement 
| of the labor troubles, The Clearfield strikes are also gradu- 
| ally subsiding, and the miners are returning to work. 
he distribution of Cumberland coal tonnage for the three 
| months ending April 8 was as follows: 
| 1880, 1879. Inc. or Dec. Pe. 
| Baltimore & Ohio R. R.. 316,541 213,350 1. 103,182 48.4 











| Penn. R. R., Bedford Div...... 41.912 40,713 L 1,199) 2.9 
| Ches. & Ohio Canal........ .. 3,877 16,778 D. 12,901 76.8 
kak ee Oe By oe POs 8 362,330 270.850 T. 91,480 33.8! 


Actual tonnage passing over the Huntingdon & Broad Top | 
road for the three months ending April 3 was: 


5 1879. Increase. Pc. 

Broad Top coal................ 57,547 5,477 2"070 62.2 

Cumberland............. . 47.386 44,764 2,62: 59 
Total 104,933 80,241 «24,602 30.8 | 


The Broad Top coal is mined on the line; the Cumberland | 
received from connecting lines. 

The coal tonnage of the Pennsylvania Railroad and | 
branches in Pennsyivania (not including Philadelphia & 
Erie) for the three months ending March 31 was: 





1880. 1879, Increase. I’. 

Anthracite..... ........ 265,536 219,363 a 
Semi-bituminous. .... 458,804 405,583 141 
Bituminous. . 57K 503 403.536 43.4 | 
Coke... 471,168 354,121 41.0 
Weeds si. kvhe. si 1.774.101 1,362,603 411,408 40.2 | 


Actual tonnage of anthracite coal passing over the Penn- | 
sylvania & New York road for the four months of its fiscal | 
year from Dec, 1 to April 8 was: 1880, 212,319; 1879, 281,-| 
810; decrease, 69,491 tons, or 24.7 per cent. Of the total 
this year 136,167 tons came from the Lehigh Valley road. 

Coal shipments over the Seattle & Walla Walla road to 
Seattle, Wash. Ter., and thence by waterin March were 
6,691 tons. For the three months ending March 31 they 
were 24,265 tons, all to San Francisco, 


Lumber Rates. 


A meeting to agree upon a tariff on lumber was held in | 
Chicago, April 18, the roads represented being the Ciucin- 
nati, Sandusky & Cleveland; Lake Shore & Michigan South- | 
ern; Pennsylvania Company; Flint & Pere Marquette; De-| 
troit & Bay City; Cincinnati, Hamilton & Dayton: Grand | 
Rapids & Indiana; Ft. Wayne & Jackson: Lake Erie & | 
Western; Baltimore & Ohio; Wabash, St. Louis & Pacific; | 
Chicago & West Michigan; Detroit, Grand Haven & Mil- 
waukee, and the Louisville, New Albany & Chicago. 

Mr. D. W. C. Brown was chosen Chairman, and W. LE. 
Ludlow, Secretary. 

The first day was entirely taken up with a discussion on 
the basis of rates, some advocating measure—1,000 feet— 
and others weight—100 pvuunds—as the basis. 

On the second day the discussion was continued, and it was 
finally decided to adopt the rates of last sumuner on the basis | 
of 100 Ibs. Some details remain to be adjusted, and the | 
meeting adjourned until] April 23. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 
The Mowry Car & Wheel Works, in Cincinnati, are very | 
busy on car wheels and other castings. They are shipping | 
about 100 wheels a day. | 
The Hinkley Locomotive Co., of Boston, recently delivered | 
two heavy engines to the Terre Haute & Indianapolis road, | 

The Chicago, St. Louis & New Orleans shops at McComb 
City, Miss., lately completed several fruit cars after a new | 
model designed by Mr. F. R. Osborne, of the Southern Ex- 
press Co. ‘The cars are constructed with a view of securing 
perfect ventilation, which is absolutely necessary to prevent 
deterioration of fruit and vegetables. There are spacious 
windows at either end of the car to secure a thorough 
draft. Oneither side are two windows, in addition to grat- 
ing for doors. Near the floor at either end the side of the car 
is pierced by two ventilators, 12 in. wide by 18 in. high, pro- 
tected by perforated plates. Through these openings the air 

asses up through the packages stored within. A_ false 
»ottom is laid over the flooring, which secures ventilation 
underneath, and guards against damage to the lower tiers by | 
moisture, | 

Bowers, Dure & Co., at Wilmington, Del., are building | 
some street cars to go to Philadelphia. 

The Pottsville Miners’ Journal of April 15 says: “ A| 
passenger locomutive that is said to be the largest and | 
strongest ever built in America has just been finished in the | 
Philadelphia & Reading shops in Reading, and will be) 
placed on the main road to-day for trial. For some time the | 
work on this engine was prosecuted day and night to finish | 
her as speedily as possible, and some machinists who worked | 
all Monday night were busy yesterday in putting the parts | 
together and fitting the vipes. Ordinary sized locomotives | 
are supplied with cylinders having a bore from 16 to 18in. in | 
diameter, and heretofore the very largest engines had 20';- | 
in. cylinders. The bore in the cylinders of this new loco- | 
motive is 22-in. in diameter. 
of the same size is being put up.” 

The Terre Haute & Indianapolis shops at Terre Haute, | 
Ind., are building a new passenger engive for the fast ex- 
press trains on that road. 

The work on the new buildings of the Danforth Locomo- 
tive Works, at Paterson, N. J., is being pushed very fast, 
and they will soon be ready for use. 

H. K. Porter & Co., of Pittsburgh, have just shipped light 
locomotives to New Orleans, Michigan, West Virginia and | 
Georgia, and are building for Arizona, Louisiana, Oregon, 
Alabama, Virginia, Pennsylvania and Ohio. They are ship- 
ping two narrow-gauge Mogul locomotives to a railroad now 
under construction in the nd of Yeso,in the Empire of 
Japan, which are the first ever sent from this country to 
Japan, and are designed to show the superiority of Ameri- 
can over English work. 

Iron and Manufacturing Notes. 


The Erie City Iron Works, at Erie, Pa., have taken the 
contract for the large iron tubes which are to be used outside 
| the brick-work in the proposed tunnel under the Hudson 
| River from Jersey City to New York. 
| Mt. Penn Furnace in Cumru township, near Reading, Pa.. 
| has been thoroughly rebuilt and will be put in blast in a few 
| days by Kaufman & Eckert. It will burn charcoal for fuel. 

The Deakin Beseemer Steel & Iron Co. has been organized 





The frame of another engine | 





| in St, Louis to introduce what is called the Deakin-Block | 


| 4 to 415 cents per pound, 


| plished there can be no permanent improvement, 
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process for welding Bessemer steel. I[t is claimed that 
rail-ends, steel cuttings, etc., can be utilized by this process. 

The Rollstone Machine Co., at Fitchburg, Mass., has sup- 
plied the Wardwell patent saw benches to the Maine Central: 
Central Vermont; New York, New Haven & Hartford; Con- 


| necticut River: New York Central: New York Elevated: 


Philadelphia, Wilmington & Baltimore; Baitimore & Ohio; 
Lehigh Valley; Pennsylvania; Michigan Central; Illinois 
Central; Chicago & Alton and other railroads: to the Man- 
chester and Taunton Locomotive Works. It is also in use 
in the United States Navy Yards. 

The Kemble Coal & Iron Co. has started up its No. 2 fur 
nace at Riddlesburg, Bedford County, Pa., and has put No. t 
furnace out of blast for repairs. 

Bridge Notes. 

The Philadelphia Bridge Wor'ss of Cotrode & Saylor, at 
Pottstown, Pa., are building 12 spans (the largest 250 ft.) for 
the Texas & Pacific; 60 short girders for the Reading; four 
spans for the New York, Lake Erie & Western: five spans to 
cross the Potomac at Shepherdstown on the Shenandoah Val- 
ley road, and a dear-brtlge for the Philadelphia & Atlantic 
City road. 

The Keystone Bridge Co., of Pittsburgh, has nearly com 
pleted an iron bridge in three spans over the Scioto River at 
Columbus, ©., for the Little Miami road. 


Prices of Rails. 
Business has been more active and sales of 20,000 tons are 


| reported; prices are lower, however, and quotations are $75 
| per ton at mill, and the same price at tide for foreign rails. 


[ron rails are also lower, and are quoted at $58 to 860 per 
ton at mill. Business is dull just now, and it is thought that 
buyers are holding off for a further decline. 

Old rails are very dull, with few sales reported and prices 
nominal at $35 to 887 per ton. 

Railroad spikes are also lower, Pitesburgh quotations being 
Splice-bars are quoted at B's to 


| 3% cents per pound, also in Pittsburgh. 
| Prices of Lron. 


In discussing the market for pig iron, the Philadelphia 


| correspondent of the Jron Age, one of the best informed au- 


thorities, writes under date of April 13; 

“Some parties still hold out at high prices, but the ten- 
dency is toward a lower level, which will probably be 
reached before the close of the month. In the meantime, 
— at furnace banks range from &28@830 for Gray 
‘orge, and $80@832 for No. 1 Foundry; some ask more, 
but some might probably accept less for lots of 500 tons and 
upward. There is very little disposition to purchase, how- 
ever, and actual sales during the week are quite insignificant, 
The requirements of consumers are believed to be large; and 
to secure immediate orders, all that is needed is some assut - 
ance of the permanency of values. It is pot improbable 
that the price for the year will be equal to present quota 
tions, but there is at the moment such an unsettled feel- 
ing that values may yield still 
fidence is reéstablished. The trade are not yet in 
formed what effect the recent drop has had on the 
English market ; if it leads toa decline there this market 
must follow, as it is impossible to maintain prices in the face 
of imports from abroad. It makes httle difierence what fig 


further before con 


' ures may be quoted, they must be reduced until the market 


is free from outside competition, and until that is accom- 
The capa- 
city for production is equal to consumption, and every ton 
of iron imported is now so much in excess of requirements. 
This seems to be fully understood, and in all departments of 
the trade there are evidences of a determination to accept 
the situation. Prices of ore and other items of cost are in 
process of readjustment, and it is probable that all the iron 
required wilt be furnished at a fair margin of profit without 
having resort to foreign markets. The immediate effect of 
this settling down process isa temporary curtailment of busi 


| ness, extending along the whole line. Dealers and consumers 
| are waiting to see what the outcome will be, although post- 


ponements of purchases causes an uneasiness and inactivity 
quite out of — with the real condition of business. In 
course of a week or two the markets will probably have as 
sumed some definite character, but in the meantime it would 
be very unsafe to make predictions.” 


Whistles. 


He was from the mountains of “Kentucky and walked over 
to the Cincimnati Southern to see a locomotive for the first 
time. He watched the trai come in with open eyes, but 
when the engineer climbed down out of the cab he looked 
disappointed. ‘Gaul durn it,” he said to a neighbor, “is 
that little feller the one that give such a yell down yander ? 
Sh’d’n’t think he bad halt wied enough in him.” And he 
turned away to look at the cars before the by-stander could 
explain that it was the engine and not the engineer that 
yelled. 

Marcus Wachenheimer, a commercial traveler from Dun 
kirk, wants to know : * Can a railroad conductor put me off 
the train just because he can’t change the bill with which I ° 
offer to pay my fare?’ He can, Marcus, most assuredly he 
can. If he carries the breadth of beam that conductors 
usually do, he can not only put you off, but he can throw 
you half way across the prairie and make you think the 
train has ran over you. e may have no right to do so, 
but—however, that wasn’t what you asked about.— Burling 
ton Hawkeye. 

Out in Colorado—out Leadville way—when a passenger 
will not pay his fare and refuses to get off when invited, the 
conductor doesn't call the brakeman to put him off. He just 
takes out his revolver and shoots him—that is unless the 
passenger get the drop on the conductor and shoots him. 
In either case the “ stiff” is dumped alongside the track and 
the train goes on. ; 

The engines on the new Indianapolis, Decatur & Spring 
field road have their smoke-stacks painted red, and an Indian- 
apolis paper tells how a youth, who saw one for the first 
time as he was husking corn in a field near the road, started 
up in great aiarm and ran to the house orying: ‘* That ‘ere 
engine is going to bust, sure; it’s red hot clean to the top of 
the stovepipe.” , - 

An exchange says that Senator Henry G. Davis, the richest 
man in West Virginia, did not inherit a cent. When he was 
17 years old he was a brakeman on the Baltimore & Ohio 
Railroad. A somewhat similar case occurred in Chicago. A 
man who came here in early times was, at 17 years of age, 
a brakeman on the [llinois Central Railroad, and now he is a 
broke man on the Beard of Trade. Energy is bound to tell. 
—Tribune. : ; ; 

She had a pretty diploma tied with pink ribbon from one 
of our best young ladies’ colleges. In conversation with a 
daring and courageous young man, after he had detailed the 
dangers and delights of riding on a locomotive, she com- 
pletely upset his opinion of independent education of the 
sexes by inquiring ; ‘ How do they steer locomotives, any 
how 7’—New Haven heqgistes ' ri 

‘How powerful the locomotive niust be,” said another 
young lady graduate, ** when they have to tie those big iron 
bars to the wheels to make it stand still, How do they take 
them off when they want to start 
Railroad up Mt. Vesuvius. 


A correspondent of Nature writes of the railroad up Mt 











224 


THE RAILROAD GAZETTE 


APRIL 23, 1880 


7 ae s 4 ? ’ j —— : — r - —— = - 
Vesuvius: ‘The station is situated ona level spoton the | Sioux. Negotiations are pending for permission to run | of troublesome litigation. That this termination has been 
west side of the mountain, about half an bour’s walk from | through the main Brule Sioux reservation. 


the observatory. The constructors of the railway have 
adopted the American double iron rope system. There are 
two lines of rails, each provided with a carriage divided into 
two compartments and ongenin of holding six persons. 
While one carriage goes up the other comes down, thus es- 
tablishing a counterpoise which considerably economizes the 
steam of the stationary traction engine. The incline is ex- 
tremely steep, commencing at 40°, increasing to 63° and 
continuing at 50° to the summit. Every possible precaution 
has been taken against accident, and the railway itself is 
»rotected against possible flows of lava by an immense wall. 

he ascent will be made in eight or ten minutes, while be- 
fore it required trom one to two hours. To obtain the nec- 
essary supply of water, large covered cisterns have been con- 
structed, which in winter will be filled with the snow that 
often falls heavily on Vesuvius, This snow will be quickly 
melted by the internal heat, and besides the water thus ob- 
tained, the frequent rain-fall will also be conducted into the 
cisterns.” 


OLD AND NEW ROADS. 
Allegheny Valley.—At the annual meeting in Pittsburgh 
last week a resolution was offered instructing the directors 
to seek proposals for leasing the road to any responsible com- 


pany willing to pay interest on the bonds and not less than 
4 per cent. on the stock. The resolution was voted down. 


Alliance & Lake Erie.—This company has a narrow- 
gauge road in operation from Alliance, O., on the Pitts- 
burgh, Ft. Wayne & Chicago, north by east to Braceville on 
the Atlantic *& Great Western, a distance of 24 miles. The 
company is now trying to sell $150,000 of bonds for the 
yurpose of extending the road from Braceville north to 
Southington, six miles, to connect with the Painesville & 
Youngstown, and also from Alliance south 13 miles to reach 
some coal mines and to connect with the Connotton Vailey 
road. There 1s a floating debt of $70,600 to be provided for 
but no bonded debt. The road is reported to be doing well 
for a short line. S 


Atchison, Topeka & Santa Fe.—Two lines have been 
surveyed for this road from Albuquerque to El Paso, One 
is on the éast side of the Rio Grande all the way, the other 
runs down the east side to Mesilla, then crosses, and keeps on 
the west side to El Paso, 


Atlantic & Pacific.—The bonds of this company are 
now offered to stockholders of the St. Louis & San An pay eed 
e issue 


and the Atchison, fey & Santa Fe companies. 
now made is to be $10,000,000, one-half being offered to the 
stockholders of each company; the total issue authorized is 
$25,000,000. The first-mo: ge bonds are offered only at 
par, but every subscriber for $4,000 will receive as a bonus 
$8,000 in income bonds. The stock is all held in trust for 
the two companies as  oaeee owners, 

A dispatch from A ag N. M., says: ‘‘ Manager 
Strong and Engineer Robinson, of the Atchison road, and 
President Winslow of the St. Louis & San Francisco road, 
have been in consultation here during the past few days re- 
specting the point of connection of the line of the Western 

ivision of the Atlantic & Pacific Railroad with the Atchi- 
son line, now completed to this point. They have ordered the 
return of the grading forces that were set at work about thirty 
days ago at various points on the thirty-fifth parallel line be- 
tween here and the border line of Arizona. An additional force 
will be united therewith, and all set to work here with the 
intention of pressing the construction from this point with 
all possible despatch. The line selected crosses the Rio 
Grande about one mile south from here, thence westward 
by way of the San José River to Fort Wingate. It is under- 
stood that arrangements have been made for the delivery of 
about 2,000 tons of ruils within the next few weeks, the first 
instalment now being on the way.” 


Boston & Lowell.—The stockholders of this company 
have voted to ratify the lease of the Massachusetts Central. 
Pclls were finally closed April 17, a majority of all the stock 
having voted in favor of ratifying the lease. 


Bradford, DeGolias & Smethport,—This company 
has been organized to build a narrow-gauge road in the 
Bradford oil region. It is to run from Bradford, Pa., south- 
east to Smethport, on the MtKean & Buffalo road, about 165 
miles. The capital stock is to be $130,000. Work will be 
begun at once. 


Cape Fear & Yadkin Valley.—Work has been be- 
gun near Greensboro, N, C., on the northern end of the pro- 
posed extension of this A small force of convicts is 
employed in grading from Greensboro north to the Guilford 
Battle Ground, about five miles. 


Central Pacific.—This company is having its worst 
trouble with snow after the winter is all over. On April 16 
, there was a very beavy storm on the line over the mountains 
between Emigrant Gap and Cisco, Snow-sheds were broken 
down, trains blocked and one train thrown from the track. 
The obstruction did not last very long, however, and the road 
was clear two days later. 


Chicago & Northwestern.—It is reported that this 
company has bought a controlling interest in the Galena & 
Wisconsin road, a narrow-gauge line now running from 
Galena, 11]. to MeCormick’s, Wis., about 40 miles. This is 
taken to indicate that the company will build an extension 
of one of its lines to Galena, either from Freeport or Dixon. 

Tracklaying has been begun on the extension of the Tole- 
do & Northwestern line from Garwin, Ia., westward. This 
extension will run westward between this company’s 
main line and the Illinois Central. About 40 miles are 
graded and more contracts are to be let soon. 


Chicago & Pacific.—The United States Circuit Court 
has ordered the redemption money to be paid over to the 
purchasers at the foreclosure sale, on their surrendering the 
certificate of purchase, which will then be canceled. It is 
understood that all the suits brought to prevent the transfer 
of b a ghd br sons and that the Chicago, Mil- 

ukee & St. Paul Company w 
about April BO. pany will probably take possession 


CAtcago & Western Indiana.—In the matter of 


the appeal of this company from the decision of the Appel- 
late Court remandi the. case to the Circuit Court tor final 


injunction against the completion of the road in Chicago, 
the Court refused to allow an appeal direct to the Supreme 
Court. The case must go to the Circuit Court for final de- 
cree, and the appeal must be taken from that decree. 


Chicago, Milwaukee & St. Paul.—The trac 
_— My me iy west has reached the — River 
miles from t i 
being nay e Junction. A bridge over the river is 
the Dakota District Court has enjoined th 
building a bridge over the Sioux River at eter the te 
junction is granted at suit of a mill-owner, who claims that 
the proposed bridge will injure his property. 
An agreement has been made by which this company is 
Peete to survey and locate its line toward the Black 
Is through the reservation belonging to the Lower Brule 


| 








Chicago-Omaha Fast Trains.—The Chicago Inter- 
Ocean of April 20 says: ‘* The Jong-looked-for fast trains be- 
tween Chicago and Omaha will soon become a reality, in- 
stead of a conjecture. The roads composing the lowa pool 


ning time. The matter might have been dropped altogether 
had the Chicago, Burlington & Quincy road not put on a train 
to Kansas City which leaves here daily at 12:10 p.m. This 
train leaves here nearly two hours later than the regular 
trains to the Missouri River run by the three roads compos- 
ing the pool lines. The interested rivals were not slow in 
ascertaining that the 12:10 train made such quick time that 
it was but ten minutes behind the 10:30 train at Galesburg. 
The former went to Kansas City and the latter to Council 
Bluffs, but as they both stopped at Galesburg it was found to 
be an easy matter for the first train to wait for the second, 
to allow passengers to chenge cars and proceed to Council 
Bluffs. 

‘* To offset such a move on the part of the Burlington road, 
the Chicago & Northwestern and the Rock Island road yes- 
terday decided upon fast trains. The Northwestern will 
probably abolish its 10:30 train in the near future, but for the 
present two trains will be run, leaving here at 10:30 a. m. and 
12:30 p. m., both arriving at Council Bluffs at 9:20 a. m. the 
next day. The Rock Island road will on and after Sunda April 
25, place an additional through fast train on its line, ay | 
here at 12:40 p. m., arriving at Rock Island at 6:40 p. m. anc 


Council Bluffs at 9:20 a.m. The Kansas City car will leave 





| 
| 
| 
| 
| 


here at the same time, and reach Kansas City, via Rock Island, | 


at 9:50 a. m. 
nounce a regular time card between here and Council Bluffs, 
making the same time as the trains of the opposing lines. 
This announcement will be bailed with pleasure by all West- 
ern travelers. No arrangements have yet been made for a 
return fast train between Council Bluffs and this city.” 


Chicago, Pekin & Southwestern.—In the United 


States Circuit Court in Chicago, April 13, Francis E. Hinck- | 


ley, one of the trustees under the second mortgage, filed a 
petition in the foreclosure case of the Farmers’ Loan 
& Trust Company against the railroad, asking for in- 
structions from the court. It had been claimed that the de- 
fault in the first mortgage had been paid off and that the 
foreclosure proceedings should be dismissed, On the other 
hand this was denied, The court referred the petition to 
E. B, Sherman, Master in Chancery, toexamine and report 
on the matter in connection with other matters in regard to 
the same road now before him. 


Cincinnati, Hamilton & Dayton.—An informal meet- 
ing of stockholders was held in Cincinnati last week to con- 
sider their present position. It was decided to appoint a 
committee to confer with the managers of the Cleveland, 
Columbus, Cincinnati & Indianapolis road, who are now 
believed to hold a controlling interest in this company. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
A suit has been begun in Cincinnati by this company against 
Stephen Hyland, a bondholder of the old Whitewater Canal, 
which was used as an entrance into Cincinnati for this road. 
He asks that a receiver may be appointed for the Cincinnati 
& Indiana road, the section of this road built on the canal 
property, and that the road may be sold to pay the old 
claims against the canal. Also that the company be com- 
pelled to account for all net earnings ‘from the canal prop- 
erty. The Ohio & Missisippi is also brought into the suit as 
having some interest in the property. 


Cincinnati, Wabash & Michigan.—The bondholders 
met in Wabash, Ind., April 14, and organized a new com- 
ey retaining the old name but substituting ‘‘ Railway” 
or “‘ Railroad.” The road was sold on Nov. 5 last under 
foreclosure of the first mortgage for $2,000,000, and bought 
by the bondholders, who are chiefly residents of Cleveland 
and largely interested in railroad property. The road is 110 
mues long, from Goshen, Ind., to Anderson, The capital 
stock of the new company is $3,000,000, 


Connecticut Central,—lIt is said that this road will be 
leased to the New York & New England Company, which 
lately bought nearly all the bonds. it is uncertain whether 
there will be any foreclosure ; it is understood that the 
stockholders are not prepared to do anything toward paying 
up atrears of interest, so that a foreclosure could not be pre- 
vented, but they are also willing to acquiesce in a lease, and 
in that case it is probable no action wilt be taken under the 
mortgage, 


Danville, Tuscola & Western.—This old project has 
been revived, and it is now proposed to build it as a narrow- 
gauge road from Tuscola, i, east by north to Georgetown, 
and thence to the Indiana line, a distance of 42 miles. Some 
of the grading was done several years ago. 


Des Moines, Adel & Western.—A contract has been 
let to Boyle & Carmichael for grading an extension of this 
a from the present terminus at Panora, Ia., westward 75 
miles. 


Detroit, Hillsdale & Southwestern. —The Detroit 
Post and Tribune of April 18 says: “John B. Alley, of 
Boston, President of the Detroit, Hitisdale & Southwestern, 
is expected to arrive in this city to-night or to-morrow 
anne, His business West at this time is to ar- 
range for the extension of his road. An immediate 
extension westward from Bankers to La Grange, Ind., 
about fifty miles, is contemplated. This traverses a re- 
gion now destitute of railroad facilities, and which will 
afford a large amount of local business to a road. 
Grange is on the Grand Rapids & Indiana road, but is dis- 
tant from any east or west road. It is needless to say that 
Detroit is deeply interested in this extension, especially as 
an independent connection from Ypsilanti to Detroit is 
part of the scheme. This road is pointed directly to Chi- 
cago, andif it is pushed forward in accordance with pres- 
ent plans it will form a new and important line for 
Detroit, being 24 miles shorter than the Michigan Central, 
and traversing a region of country the trade of which will 
be of great value to this city. Mr. Alley will determine be- 
fore his return what shall be done with reference to building 
into Detroit from Ypsilanti. It is proposed to build some 
little distance south of the Central, taking in Belleville and 
other towns in Wayne County which now have norailroad.” 


Ft. Wayne, Muncie & Cincinnati.—This company 
offers to build shops at Muncie, Ind., provided that town 
will give $75,000 to the road, to be used in putting up the 
necessary buildings. 


Frankfort & Kokomo.—This company has made ar- 
———_ to extend its road from Kokomo, Ind., east by 
north to Warren, about 40 miles, to connect with the Toledo, 
Delphos & Burlington road. It is also proposed to lay a 
third rail for a 3-feet gauge, so that cars of the last-named 
road may run through to Frankfort. 


Georgia Tax Cases.—The Atlanta Constitution says: 
“The recent settlement in favor of the state of the long 
mooted railroad tax cases is the termination of a long series 








It is likely that the Burlington road will an- | 





| to the honor and the great financial gain of the state is due 

| to the indefatigable zeal and the untiring labor of Attorney- 

| General R. N. Ely and General Robert Toombs. The gain- 

| ing of these tax cases must be considered; under all the 

| circumstances, one of the most brilliant legal triumphs in 
x * 


» his teorgia juris nce. * 
have been considering the matter for some time, but difficul- the history of Georgia jurisprudence. 


ties were always encountered, preventing the change in run- | 


“The final settiement of the issue had to be made by the 
Supreme Court of the United States. which tribunal, by a 
divided court, held that the rule in the Dartmouth College 
case is correct, and that one legislature may by a charter 
granted to acorporation forever deprive the state of any 
power to tax beyond what is provided in the charter. While 
the Supreme Court of a held this rule, they yet 
declared that they would confine all exemptions to the nar 
row limits prescribed in the charter of railroads, and that all 
property outside of this must be liable to taxation. 

“This was quite a favorable basis for the state, and on it 
all the settlements were made. It was held that the Atlantic 
& Gulf Railroad had lost the exemption provided in its 
charter by reason of consolidation in 1863 with the Savan- 
nah, Albany & Gulf Railroad. The principle was thus set- 
tled and this road was declared now entitled to none of the 
exemptions provided for in its charter. 

‘* The result of these decisions is that no roads are exempt 
except the Georgia, the Central and the Augusta & Savan- 
nab, and even these are liable on their net income and all 
their outside property. The Western & Atlantic Railroad 
cases are still pending. It is believed that among the results 
of these decisions will be the surrender by the railroads of 
the few meagre exemptions they are now entitled to. There 
are only three roads which enjoy even these, and it isthought 
that they will find it to their advantage to surrender 
them. * * * * 

‘*The amount of the taxes thus recovered will be very 
large. The Macon & Augusta was found liable for $40,000 
in taxes and $160,000 in penalties, vyhich, however, the 
legislature remitted. 

“The Georgia Railroad bas paid $30,000. The Central 
and Augusta & Savannah railroads have paid $96,833.86. 
The Atlantic & Gulf has been found due $70,000, which is 
not paid, because there are still pending some questions as to 
interest and penalties. All these railroads have settled from 
1874. 

* The result has turned a large sum into the state treas- 
ury. 

‘* It has fixed a principle in favor of the state which was 
considered settled against it. It has increased by several 
millions the taxable property of the state, and has thereby 
reduced greatly the fasten of taxation on other property.” 


Georgia.—Ata meeting of the board in Augusta, Ga., 
last week, the following summary was submitted for the 
year ending March 81: 

Net earnings Transportation Department........ 
Net earnings Banking Department......... ‘ 
Dividen 1s on stock and interest........ 


.. $403,075.21 
...-. 21,437.56 
73,407.06 
5. BERET Dra) See i dolenecnanées, «sane 
Less interest on bonds, taxes, rents, attorney's fees 


EEE BEI PPPTE TLC TL Leak eee 133,304.14 


Net earnings.... ... .. . $364,615.69 
This net result shows an increase of $44,133.22, or 13.8 
per cent., over the previous year. During the year $156,500 
new 6 per cent. bonds were issued, and $428,000 old 7 per 
cent. bonds retired, a decrease of $271,500. The bonded 
debt (including guaranteed bonds) is now $2,932,500. The 
surplus account shows an increase of $175,938.26 during 
the year. The equipment has been increased and a large 
quantity of steel rails laid. 


Indianapolis, Delphi & Chicago. —Chicago dis- 
patches state that this road has been sold to parties inter- 
ested in the Chicago & Eastern Illinois. The road is of 3-ft. 

auge, and is now in operation from Rensselaer, Ind., to 

Jelphi, 3814 miles. The new owners will change the road to 
astandard gauge and extend it to a connection with their 
own road. 


Inter-State Railroad.—A bill to charter the Inter-State 
Railroad has been before the Ohio Legislature. It provides 
for a charter for a line from Cincinnati along the north bank 
of the Ohio to Gallipolis and thence through West Virginia 
and Maryland to btinave. Who or what is behind the 
bill is not very clear. 


Jackson & Nashville.—It is reported that a railroad 
is to be built from Jackson, Tenn., eastward to Nashville, 
about 180 miles, in the interest of the Chicago, St. Louis & 
New Orleans Company, and that the plan includes an ex- 
tension from Nashville to Knoxville, 150 miles further. 
This last-named line will, it is said, be built to connect Nash- 
ville with the Cincinnati Southern. 


Kansas City, Burlington & Santa Fe.—Under the 
arrangement with the New York, New England & Western 
Investment Company, this company is to issue mortgage 
bonds at the rate of $15,000 per mile, to bear 7 per cent. in- 
terest. Enough of these are to be taken at once to extend 
the road this year from Burlington, Kan., to Wichita, and 
from Ottawa to Kansas City or Leavenworth. An exten- 
sion from Witchita by the most direct line to Santa Fe is 
projected. Surveys for the new lines are to be begun at 
once, 


Louisville & Nashville.—This company will put on a 
fast trainto make the run from Cincinnati to Chattanooga 
in 14 hours, the present time by this route being 18 hours, 
The distance is 446 miles, or about 110 miles longer than by 
the Cincinnati Southern. 


Louisville, Cincinnati & Lexington,—The Adams 
Express Company, having been notified that its messengers 
would not be carried over this road or its goods received after 
April 20, has filed a bill in equity in the United States Cir- 
cuit Court in Cincinnati to restrain the railroad company 
from ejecting its messengers or refusing to receive its freight. 


Maysville & Big Sandy.—The Kentucky Legislature 
has passed an amendment to the charter of this company, 
which authorizes an extension or branch of the projected 
line from Catlettsburg to Newport or Covington. his is 
understood to be in the interest of the Chesapeake & Ohio. 


Mobile & Ohio.—At a meeting held in New York. 
April 20, the stockholders voted to yA the provisions of 
the act lately passed by the Mississippi Legislature. By this 
act the state abandons its claim against the company for 
what is known as the Chickasaw school fund loan (about 
$400,000 with several years’ interest) and in return the 
company consents to the repeal of the section of the charter 
rene rey | its property from taxation. This acceptance 
closes the last of the unsettled claims against the company, 
which is now free from litigation of any importance. 


Morgan's Louisiana & Texas.—A contract has been 
let to Rogers & Ballantyne, of New Orleans, to build a 
branch of thisroad from Vermillionville, La., the junction 
with the Louisiana Western, northward to Opelousas, a dis- 
tance of 21 miles. Work is to be begun at once. 


Nashville, Chattanooga & St. Louis.—Suits have 
been begun in the New York Supreme Court by George I, 
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Seney, J. S. Kennedy, August Kountze and others, members 
of a syndicate which subscribed for the isste of bonds which 
this company offered last October for the purpose of building 
the Evansville, Owensboro & Nashville road. The sub- 
scribers took the whole issue at 90, and agreed to fur- 
nish the money as required, the bonds to be issued to them 
by the Central Trust Company as the money was 
When the Louisville & Nashvilie obtained control of this 
company, the building of the new road was given up; the 
bonds were not delivered, as agreed, and no settlement was 
made. The subscribers now bring suit to recover damages 
for nonfulfillment of contract. 


New London Northern.—The entire issue of $750,- 
000 new 5 per cent. bonds recently offered has been awarded 
to the Norwich (Conn.) Savings Society at 104.2914. The 
bids received amounted in all to $1,532,000. 


New Orleans & Northeastern.—This company was 
chartered in Louisiana and Mississippi some ten years ago to 
build a railroad from New Orleans by way of —— 
Springs, Boguechitto and Pearl River to Meridian, Miss., 
about 185 miles. Nothing was done at the time but to make 
surveys of the line. An effort is now being made to revive 
the project, and W. H. Hardy, of Meridian, who claims to 
represent parties of abundant financial ability, offers to 
build the road, provided the charter is transferred to him. 


New Orleans Pacific.—A dispatch from New Orleans 
says that this unfinished road has been sold toa cate 
including Jay Gould and Thomas A. Scott, who will at once 
prenen to complete the road from New Orleans to Marshall, 

ex. A new company will be formed and the creditors have 
agreed to accept its bonds for their claims against the prop- 
erty, ene the bonds at par and their claims at 50 cents on 
the dollar. 


Northern Pacific.—Work has been resumed on the 
branch from Casselton, Dak., northward through the Red 
River Valley. The 20 miles graded last fall will be ironed 
at once, and work has been begun on the grading of 30 miles 
more. 

‘The Bismarck Tribune says that the company’s engineers 
have under consideration the question of building a tunnel 
under the Missouri from Bismarck to Mandan, to connect 
the Dakota and Missouri divisions. A bridge at that point 
would have to be very high, and would be difficult and ex- 
pensive to build. An examination is now being made as to 
the practicability of a tunnel. It would have to be about 
12,500 feet long. 


Old Colony.—For the accommodation of Bostonians who 
summer at Newport this company proposes this year to put 
on a limited express to run up to Boston in the morning and 
return inthe afternoon, It will be made up of parlor cars, 
will make no stops and will make the run of 68 miles in 1% 
hours. The train will be put on provided at least 35 su 
scribers are secured at the rate of $300 the season. For this 
run the subscriber will be entitled to around trip daily for 
himself or any member of his family for three months, from 
June 1 toSept. 1. ay <4 gt ne ber to travel on this train 
each week day for the three months he would make 79 round 
trips, or about 10,700 miles, paying 2.8 cents per mile, which 
is certainly moderate for the accommodations offered. 


Oregon Railway & Navigation Co.—This company 
makes the following statement for the month of March : 





Gross earn. Net. earn. 
Oregon Steam Nav. Co................-. $143,436 $73,436 
Ocean Steamer Lime...........2.scecscee sececest os 31,311 
Walla Walla & Col. River R. R..... ..... 23,204 18,043 
ee Savesecess secs $122,790 


Proportion of Oregon Railway & Navigation Company, 
$116,275. The total net earnings of the three companies in 
March, 1879, were $14,032. 


Pennsylvania.—A new depot is to be built for the Am- 
boy Division at Camden, N. J. It will be 160 feet wide by 
400 feet long, built entirely of iron, and — with very 
convenient waiting rooms and offices. covered 
will connect it with the ferry-house closeby. The compan 
has just finished a large coal wharf at Camden and has muc 
enlarged and improved the yard there. 


Pennsylvania, Poughkeepsie & New England.— 
This company has graded a section of road extending from 
Portland, Pa., to the Wind Gap, and traeklaying was begun 
at the Wind Gap last week. A number of men are employed 
quarrying stone for the piers of the bridge over the Dela- 
ware at Portland. 


Philadelphia Rapid Transit Co.—The North Amer- 
ican of April 19 says of this company: ‘* The incorporators 
propose, as some equivalent for the franchise asked, to con- 
struct a bridge over the Schuylkill at Market street, the 
structure to be of the most approved pattern, built of iron 
resting upon heavy stone piers, which when completed will 
cost over $650,000. This bridge will be sufficiently large to 
accommodate not only the elevated road, but the passenger 
railway cars and all other vehicles, and will be presented to 
the city free of any cost whatever. In addition to this, the 
elevated railway people offer to pay the city 5 per cent. of 
the gross receipts of the road. hen the consent of Coun- 
cils has been obtained, no time will be lost in commencin 
operations, but of course no contracts either for iron or work 
have yet been eutered into, which will cause more or less 
delay. The road will be known as ‘The Philadelphia Rapid 
Transit Company,’ and will start at the intersection of the 
West Chester turnpike and Garrettford road. It will 
run the entire length of Market street to Front, 
and returning run out Lancaster avenue from the 
junction at Thirty-second and Market streets to 

‘ifty-second street, Hestonville. Another branch of the 
line will start from the corner of Front and Berks streets, 
running down Front to Wharton, the site of the old Navy- 
yard, i yomoony, the same route. The road will be con- 
structed upon the plan found best adapted to the purpose by 
experience in New York City, will be double-tracked, and 
cost about $500,000 per mile. The cars will be similar in 
pattern to those in use on the Sixth avenue line, New York, 
and will be fitted up in a luxurious manner. The time from 
the upper end to Front and Market streets is to be 15 minutes. 
On Market street the pillars will be placed between the pres- 
ent horse car tracks in the centre of the street, and will be 
23 feet 6 inches between posts. That the line will pay the 
incorporators do not express the slightest doubt. Last 
year the Chestnut & Walnut, arket street and 
Race & Vine street roads carried nearly 25,000,000 
passengers, over one-half of which at least used these lines 
either in reaching or coming from the west side of the river. 
Hence, with the very considerable difference in the time con- 
sumed in reaching the business section of the city, it is 


argued that a very large proportion of this trade will be di- | $4 


verted to the elevated road. There will be one depot at the 
upper end of the Market street route and another at Front 
and Berks streets, with stations every four blocks along the 
entire route. At Front and Berks streets the line will con- 
nect with the Pennsylvania Railroad at the Kensington 
Depot, thus affording rapid transit to the residents of Frank- 
ford, Torresdale, etc., between their beet 


places and their 
homes. The station at Merrick and streets will be 


connected with the Pennsylvania road at Fifteenth and 
Market streets. It will require about nine months to com- 
ex the line, and probably longer, as it is to be constructed 

the safest and manner. A canvassof the re rty- 
owners along Front street has shown that nearly all of them 
are in favor of the road, while a majority of those on Market 
street also desire its construction. capital stock is fixed 
at $5,000,000, all of which has been su ibed and paid up.” 


Red River Northern.—This pay ay tno filed articles 
of incorporation in Minnesota for a short branch line from 
Moorhead on the Northern Pacific to Brownsville in Clay 
County. The capital stock is to be $50,000. 


St. Louis & San Francisco.—The Kansas Division is 
now completed to Beaumont, Kan., 20 miles westward from 
Severy, and 211¢ miles from the point reached at the close of 
the year. This section just finished includes some heavy 
wor’ Spronge, the Flint Hills, but the remaining section of 
47 miles to Wichita is light work and can be built very fast. 
Beaumont is 172 miles from the main line at Pierce City. 


St. Louis, Iron Mountain & Southern.—Notice is 

iven that a full year’s interest (7 pool cent.) will be paid on 

e first-preferred income bonds from the yy of 1879. 
The payment will be made at the office in New York, May 
15, and transfer books will close May 1. 


Somerset & Cambria.—Contracts have been let for the 

ading of nearly all the sections of the extension from 

merset, Pa., to Johnstown. The contractors are to begin 
work at once and finish it by Nov. 1 next. 


South Carolina.—The annual meeting was held in 
Charleston last week. No quorum was present, and it was 
resolved to adjourn until the second Tuesday in November 
next. 


Southern Minnesota.—At the special meeting in Lanes- 
boro, Minn., April 18, the stockholders voted to ratify the 
tener by the company of the property of the Southern 

innesota Extension Company, which owns the line west of 
Winnebago. They also voted to ratify an a ment for the 
sale of the whole road to the Chicago, Milwaukee & St. 
Paul Company, recently concluded by the directors. No 
time for the transfer of the road was fixed. 

Lom ~ tg Ay been begun on the extension from Flan- 
dreau, Dak., to Sioux Falls, which was graded last year. 


Staten Island Rapid Transit Co.—This company has 
been organized to build a steam railroad along the north and 
east shores of Staten Island, to run close to the water’s edge. 
It will be worked in connection with a steam ferry between 
New York and the most convenient point on the line, and is 
intended to make the more distant parts of the island shore 
— in quicker time than is now possible hy steamboats 

one. 


Terra Nova.—The Legislature of Newfoundland is now 
considering a report from a joint committee favoring the 
construction of this road. The line proposed starts from St. 
Johns; it will run toward the Peninsula dividing Placentia 
and Trinity bays, connecting en route by branch lines the 
important settlements ot Brigus, Harbor Epace and Car- 
bonear, and be carried through the peninsula districts of 
Trinity and Bona Vista to the north and that of Placentia 
to the south. It willin due time be tapped thence on to the 
fertile French shore. The route designated touches the heads 
of the bays as it passes. 


Texas & Pacific.—The following statement is made for 
_—- ot the ten months of the fiscal year from June 1 to 
re : 


March. Ten months, 

Gross earnings................+.5. av beull $197,000 $2,300,514 
Expenses... ......... bb edbosssséeccdaived 120,170 1,287,(184 
NN ee as ecatcaeren $76,830 $1,013,430 

Per cent, of expenses..............++++6: 61.00 55.96 


In March the net earnings show an increase of $40,766, or 
112.9 per cent. 


Toronto, Grey & Bruce.—The Manager of this road 
gives notice that, in case the municipalities along the line 
tail to vote aid, as asked, to change the gauge of the road, it 
will fade pe be to close the road and cease run- 
ning trains after June 1. This notice is given in consequence 
of action taken by the bondholders at a recent meeting. 


Troy & Greenfield.—A bill has been reported to the 
Massachusetts Legislature to authorize the Manager to con- 
tract with any corporation to operate the Tunnel Line for 
seven years. In case no reasonable contract can be made it 
eee the state to buy equipment and work the road it- 
self. 

The House has the appropriations for improve- 
ments on the road, including that for a second track from 
North Adams to the Vermont line. 


Vernon, Greensburg & Rushville.—Col. “Horace 
Scott, contractor for this road, has let the grading to Joshua 
Bates, of Hamilton, O., and the masonry to Hick & Holmes, 
of North Vernon, Ind.’ Work on the grading was begun at 
Greensburg, Ind., last week. 


Veo Shreveport & Pacific.—Proposals will be 
received by this company until June 5, for the work on the 
extension of the road from Cottonport, on the west bank of 
the Ouachita, opposite Monroe, La., west to Arcadia, 47 
miles. Bids will be received for the entire work,or separately 
for clearing and earthwork in sections of five,10 or 15 miles; 
for bridging, and for ties. Maps and profiles, with specifica- 
tions for bridging, may be seen in the office at Monroe. Pay- 
ments will be made monthly, upon Engineer’s certificate, i 
cash, less 20 per cent. to be retained until completion of con- 
tract. 

This covers about one-half the distance required to finish 
the road to Shreveport. 


Western North Carolina.—In the case of the Western 
North Carolina Co. against W. W. Rollins, the North Caro- 
lina Supreme Court has rendered the following decision: 

‘*The act of March 13, 1879, transferring the property of 
oo ome Division to the Western Railroad is constitu- 
tional. 

‘* Judgment must therefore be entered that the defendant 
deliver the bonds and other effects and property of the West- 
ern Division of the Western North Carolina Railroad Com- 
pany as deserved in the action, and it is so ordered.” 

r. W. J. Best, representing the syndicate which is to 
take this road from the state, has bou; 
owned by the private stockholders. 


t the small interest 
he price offered was 
$50,000, and the stockholders voted to accept it at a meeting 
held last week. 

The Raleigh (N. C.) News says of the private stock: ‘ The 
original capital stock was $6,000,000, Of this the state had 
,000,000, and the private stockholders $2,000,000. On 
this two millions they had paid in cash or work or mate- 
rial, $1,300,000. In 1875 the road was sold under fore- 
closure of + and was bought in by the state for 
$850,000, for which a mort; 
guaranteeing the payment of interest. After the state be- 
company about one-fcurth the stock they had in the new 
company—about $212,000—on condition that their stock 





was to be liable for their proportion of interest, convict 
labor, etc., in extending the read, which would soon have 
absorbed their entire stock. This $212,000 of stock has 
never been divided, as it would have made fractional shares 
of stock. It is this $212,000 that Mr. Best and his associates 
have just paid $50,000 for, and in doing so he has done a very 
oe thing, as this stock has been regarded »s almost 
worthless.” 


ANNUAL REPORTS, 
The following is an index to the reports of companies 


which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Allegheny Valley. 


This company owns a line from Pittsburgh to Oil City, 182 
miles; the Plum Creek Branch, 7 miles; the Low Grade 
Division from Red Bank to Driftwood, 110 miles, and the 
Sligo Branch, 10 miles. The line from Pittsburgh to Oil 
City, with the Plum Creek Branch, is known as the River 
Division. The report is for the year ending Dec. 81. 

The equipment consists of 75 engines; 26 poatuane, 9 com- 
bination and 8 baggage and mail cars; 1,930 freight cars; 1 
pay car, | directors’ car and 16 working cars, There was 
a decrease of 60 freight and 21 working cars, chiefly cars 
of old patterns broken up. 

The general account is as follows: 
Stock ($8,365 per mile)............ 
Mortgage bonds ($65,637 per mile) 
Income bonds ($26,076 per mile).... 6,986,800 .00 
Real estate bonds and mortgages......... ........ 161,443.97 
Guaranteed coupons bought and held by Pa. R. R. 

ae ROE ‘aguante cee 2,188,005 .00 
Suspended debt, etc., payable in income bonds... 195,048.20 
Accrued interest............ kad 406,077.50 
Current accounts and balances. .. 16,028 27 


- sees $2,166,500.00 
... 17,000,000 .00 


A oninn tds caldrdias debates cedddeoseees 4 $20,355,903,03 
Road and equipment ($106,508 per 

mile)... .. . $23,985,600 .73 
Available assets, cash, ete ........ 370,107.63 
Assets not available, claims, stocks, 


454,086.75 
4,544,107 .04 
—_—-———- — 29,353,903,03 
The cost of the River Division is given at $9,804,518.45, 
or $74,277 per mile ; Plum Creek Branch, $144,848.96, cr 
$20,621 per mile ; Blige Branch, $275,162.46, or $27,516 
per mile ; Low Grade Division, $11,347,713.88, or $108,161 
per mile, It was chiefly the enormous cost of the Inast- 
named line that broke down the company and sent it into 
bankruptcy in 1874. 

The bonded debt consists of, $4,000,000 first mortga 
bonds on River Division ; $10,000,000 first and $3,000 000 
second-mortgage bonds on Low Grade Division, and $6,986, - 
800 income at issued in settlement of floating debt under 
composition in bankruptcy, Of these $2,753,800 are beld 
by individuals and $4,233,000 by railroad companies. Dur- 
ing the year $100,000 Low Grade Division second-inortgage 
was paid off, and there was a net increase in income bon 
of $116,800, issued for interest and in settlement of claims, 

The earnings for the year were as follows : 

1879. 1878. Inc. or Dee. Pie 


Passengers .... $394,021.06 $482,404.88 D. $809,473.82 18.5 
Freight......... 1,300,666.93 1,345,383.50 D 416.66 35 
Mail and Ex- 

re 38,067.04 oy 6 


30,081.10 D. 1,013. 
il 


Rents, etc...... 13,560.84 43,262.58 D. 20.7 





Total ....$1,745,316.77 $1,910,222.15 D. $164,905.38 6.6 
Expenses ...... 983,481.18 994,495.58 D, 11,014.40 1 

Net earnings. $781,835.59 $915,726.57 D. $153,800.98 16.8 
Gross earn. per 


| Pass 6,738.68 7,875,37 D. 636.69 8.6 
Net earn. per 

TO. cscrcvecs 2,041.45 3,535.62 D, 4.17 16.8 
Per cent. of ex ‘ 

penses . 56.35 52.06 1, 4°90 8.2 


There was a very large decrease in crude and refined oil 
freights, which was partly made up by gains in coal, lumber 
and miscellaneous freight. The road has suffered from the 
loss of a large part of its traffic by the transfer of the 
centres of oil production from the Oil Creek region to the 
Bradford and northern regions, and the deficit is very slowly 
made up by the gradual growth of the coal and other busi- 
ness of the road. 

The earnings were distributed between the different lines 
as follows : 









e was executed by the state | 
came the owner, she pre the private stockholders in the old | cars. 
Cc 


Karn P.c.of 

Gross earn Net earn. per mile, exps. 

River Division.... $1.234,573.81 $526,722.60 $8,882 57.34 

Low Grade Div.... 505,252.42 235,709.26 4.593 53.35 

Sligo Branch........ . 5,490.54 Def, 596,27 549 110.86 
The freight traffic for the year was as follows: 

1879. 1878 Inc. or Dee. P. e, 

Freight car mileage. .15,908,206 14,850,631 1 7.1 

Tons freight carried.. 2,471,215 2,126,643 1. 16.2 

Tonnage mileage... .94,606,890 84,077,541 I 5 

Av. receipts: 

Per train mile.... 130.92 cts, 142.80 cts. D 8.4 

Per train mile net.... 57.15 “ 68.50 ” 1» 16.6 

Per ton per mile 1 37 7 1.60 ** D. 14.4 


16.7 





Per ton per mile net. 0.66 0.72 * D 
Of the freight-car mileage, 55.8 per cent, was of loaded 
The earnings per ton per mile were 1.57 cents on the 
River Division and 1,10 cents on the Low Grade Division 
The net earnings were, as above, $761,855.59; the interest 













































on the debt was $1,629,949.64, lea a deficit of $868,- 
114.05 to be carried to debit of profit and loss. 
The profit and loss account was as follows: 
Deficit in interest, as AhOvVe..... «2... . eee seeeee ee eee 
Discount on Pitts., Titusville & Buffalo bonds and 


stocks sold 804,394.37 





o éppaubake aa. owiehe anes dad Odes cabade cove y 
Buffalo, Corry & Pittsburgh judgmeyt hee aelaa in <ateis 85,259.70 
Wack HOGGNE, GOO ddrovneccescconccdGsnseeve + ovecess 24,450.05 
Debit balance, Dec, 31, 1878.........-..seeeeceeneeees 3,008,048.57 
ee, cnentnkncnden thadtnenanantaten din.tekrr te $4,790,266.74 
Buffalo & 8. W. stock............ Wore .00 
Sundry liabilities canceled .. 43,568.80 
Discount on income bonds surrendered... 177,500.00 
—_—_——- 246,068.80 
Debit balance, Dec, 31, 1879...............-+++ $4,544, 197.94 


The contributions by connecting lines under the contract 
of 1874 toward interest on income bonds amounted to $78,- 
160.04, leaving a deficit in provi for the interest of 
$114,605.96. Another statement of the result of the year 
was as follows: 





Wot curmlns GO MOOG s «65 00's Ki evocdwenns cccesce cacce $761,835.59 
Interest on prior liens.................- $1,152,486.64 
interest on income bonds.............. 477,463.00 
Construction ........ os se eas its Ses 35,653.72 
Installment on second mortgage, Low 
QenGe WO. os ccksevetpsdoeaneueecan 100,000,00 
——- -——-- 1,765, 608.56 
Defias Sor GS: MOM 5... ceccdedces covrdddaceccecsece $1,003,767.77 
Income bonds paid for interest to com- 
PORIOR. ...00cccccgnesbesseiorneedeonss $366,000.00 
Income bonds and serip for in- 
terest on income bonds held indi- 
RPS ere Sa hobo A609 109,979,00 
Cash prior to Oct., 1879, on income 
bonds Sipe Ae Rs ee veh Beeeeees ore 709.10 
————-~  476,688,10 
Balance to be provided for.... ..... ......655 eos » $527,079.67 


This was partly met by the sale of assets, and partly by 
the purchase ot frets coupons of the Low Grade 
Division, by the Pennsylvania Railroad Company, guaran- 
tor. 

The report says: ‘ Since our last report, the claim of Mr. 
A. H. Barney, for the balance due on account of the Buffalo, 
Corry & Pittsburgh Railroad (to secure which, certain cars 
of this company were attached in the state of New York), 
has been settled by the payment of $30,259.70 in cash and 
$55,000 of Pittsburgh, Titusville & Buffalo income bonds at 
par, thus finally disposing of the Barney et a/ suits. 

“The Schenley estate claim was reduced from $67,500 to 
$25,000, which amount with interest was paid for right of 
way in approaching Union Depot. 

“The improvement in the condition of the track has con- 
tinued during the past year, there having been placed in the 
track during 1879, on the River Division, 1,479 tons of steel 
rails and 72,730 white oak cross-ties, and on the Low Grade 
Division, 925 tons of steel rails and 80,350 white oak cross- 
ties, increasing the proportion of steel rails on the River 
Division from 04 Par cent. to 80.9 per cent., and on the 
Low Grade from 21,68 per cent. to 29.55 per cent. ; or out 
of 144 miles of double and single main track on the River 
Division, 11644 miles are laid in steel, and out of 110 miles 
of — — track on the Low Grade Division, 32'¢ miles 
are of steel.” 

It is stated that the first quarter of the current year shows 
a large increase over the same period last year. 


Atlanta & Charlotte Air Line. 


This company owns a line from Atlanta, Ga., northeast 
to Charlotte, N. C,, 269 miles. It was originally the Atlanta 
& Richmond Air Line, and passed to the present company 
in 1877 through foreclosure of mortgage. Its report is for 
the year ending Dec, 31, 1879. 

The ae consists of 26 emines, three of which are 
new, and all in good condition; 8 first-c passenger, 8 
second-class passenger, 5 combination, 8 mail and 
and 8 express cars; 264 box, 11 stock, 89 flat and 6 caboose 
cars; 1 officers’ car, 1 derrick and 6 shanty cars. Three 
freight engines were added during the year. The company 
also owns a share in 14 cars running between Rich- 
mond and New Orleans. 

The general account, somewhat condensed, is as follows: 


Stock (96,320 per milie)...... 0.6... cece cee cece cece $1,700,000.00 
Bonds 1317.656 1 TB coe Rae cae acuabe Sided 4,750,000.00 
CE CLEA Ses. ih o'k.b + ses haibevec ceetee ce 777,298.49 
Due connecting roads................6666 ceeeeeeeeces 7,598.29 
Balance of income, Dec. 31, 1478 ....... ............ 34,842.60 
PN i BRU Sia deh NUT Ma cave dvccleccccedace $7,269, 739.38 
Cost of road to date of last report ($23,- 
GOD DOP MOD 5 io sine cd sicctiensoss svves $6,427,963.92 
Construction, ete., in 1879: ($445 per 
pests eterna 9,654.60 
Expenses for 1670 .........cceceesseees 525,677. 
DG NE Ss boo ced ckeces capeces. 35,600.00 
Invested in connecting roads..... ..... 18,337.17 
Due from nts and connecting roads, 20,356. 
Cash and bills receivable, .............. 122,750.41 
—— ——~ $7,269, 739.38 


The bonded debt consists of $500,000 preferred bonds is- 
sued for expenses of reorganization and improvements of 
road, and $4,250,000 first- bonds representing the 
old bonds. The 250,000 issue does not begin to draw in- 
terest (unless earned) until after Jan. 1, 1880. 

Of the amount expended on the road for construction dur- 
ing the year, $84,717.41 was for 1 og of road, in- 
cluding new bridges, buildings, fencing, filling trestles 
and similar work ; $80,268.19 for new equipment, and 
$4,674 for depot grounds at Charlotte, a total of $119,654.60 
added to cost of road. Of the amount invested in connect- 
ing roads, $13,3#1,72 is in Elberton Air Line bonds, and $4,- 
955.45in Hartwel) Railroad bonds. 

The earnings for the year were as follows: 








1879. 1878 luc. or Dec. P. c. 
Passage ..- $234,164.00 $210.386.12 I, $23,777.88 11.3 
Freight.. ... ..... 482,098.95 362,218.08 I. 119,880.87 33.1 
Mails, express, ete. 61,035.54 56,674.00 1. 4,361.54 7.7 
A ee $777,298.49 $629,278.20 I. $148,020.29 23.5 
Expenses........ 825,677. 433,066.35 1. 92,611.20 21.4 
Net earnings... ..$251,620.85 $196,211.85 I. $55,409.00 28.3 
Gross earnings per 
ew eRatnesh gaen 2,889.59 2,339.32 I. 550.27 23.5 
Net earn. per mile. 935.39 729.41 I, 205.98 28,3 
Per cent. of exps.. 67.73 68.82 D. 1.09 1, 


There was an increase in motive power and conducting 
transportation caused by the greater traffic of the year. An 
apparently large increase in maintenance of way was caused 
by chargin renewals to expenses. During the year 1,112 
tons of steel rails were laid, 43,734 new ties and 104,789 
feet of umber used. About 60 miles of barbed-wire fence were 
built. Seven of new Howe-truss bridge were built, one 
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small shop built there, and a new yard made. Grading for | 
the new shops in Atlanta is nearly finished. Six new pas- 
senger and 100 box cars are needed. 

he income account was as 
Net earnings, as above........ 


"$251,620.85 


CIID. «0 c3n05 nknee4ee+ia2 ens cncpone Maa Me 
Equipment, $30,263.19, less $17,363.08 
paid from preferred bond fund.......... 12,900.11 


35,000 .00 
— ——._ 132,617.52 


$119,003.33 
34,842.60 


eae ee, $153,845.93 
r cent. on the first- 


Interest on preferred bonds....,.. 





Surplus for the year........ . 
Balance of income from last report 


Balance at close of year........ .. 
The on wey for the year was 2. 


mortgage bonds, The net earnings, after deducting interest 
on preferred bonds, were 5.097 per cent. on the first- 
mo e bonds. The yearly interest charge on the whole 
debt is $332,500, The earnings have continued to show a 


steady increase and will probably be equal to the interest 
payments required this year, when interest on the whole 
debt becomes obligatory. It is believed however, that the 
true policy of the company is to continue needed improve- 
ments, at least until the road-bed is made permanent by 
filling trestles and proper shops and terminal facilities pro- 
vided in Atlanta, with some new sidings and buildings on 
the line, and some new equipment. A cotton compress at 
Atlanta and the purchase of an interest in the Union Depot 
there are also advisable. A settlement of the back taxes in 
South Carolina has been made. 

The local business has increased steadily. The Elberton 
Air Line and Hartwell roads are proving of value as feeders, 
and several other connecting lines are projected. 


Connecticut River. 


This compen owns a line from Springfield, Mass., north- 
ward through the Connecticut Valley to South Vernon, 50 
miles, with branches from rege Junction to Chiccpee 
Falls, 2.85 miles, and from Mt. Tom to Easthampton, 3.5 
miles; it leases the Ashuelot road, from South Vernon to 
Keene, N. H., 23.75 miles, making 55.85 miles owned, and 
79.60 worked. The report is for the year ending Sept. 30, 
1879. 

The general account is as follows: 
Stock ($37.601 per mile) - 
Notes and accounts payable.... 

Profit and loss.... ad Painaeads 


Total ss 

Road and equipment ($47,233 per 
mile)... vf 
Other permanent investments 
Cash and receivables. .. 
Materials and supplies. . 
Debit, balances ........ 


$2,100,000.00 
369,391,898 
610,858.88 


AD $3,080,250.77 
$2,637,976.52 
105,127.32 
264,871.91 
52,940.33 
19,334.69 
-——— 3,080,250.77 
There was no change during the year in stock or in cost of 
road and equipment. The company is entirely free from 
bonded debt, the last bonds having been paid off over a year 
0. 
The earnings for the year were as follows: 


















1878-79 1877-78 Inc, or Dec. P.c. 

Passengers. ........ $274,616.33 $267,841.51 1. $6,774.82 2.5 
Freight. --» + $13,221.42 283,056.04 I. $0,165.38 10.7 
Mail and express.... 25,473.25 24,908.04 I. 565.21 2.3 
Rents, ete. 8,999.71 8,864.91 I. 134,80 1.5 
Total..............§622,310.71. $584,670.50 L $37,640.21 6.4 
Expenses . 401,058.26 385,635.99 1 15,422.27 4.0 
Net earnings......$221,252.45 $199,034.51 I. $22,217.94 11.2 
Gross earn, per mile. 7,817.97 7,945.11 1. 472.86 6.4 
Net - _ 2,779.5i 2,500.43 I 279.12 11,2 
Per cent. of exps. 64.45 65.96 D 151 2.3 


The earnings show a considerable increase with an increase 
in expenses smaller in proportion. The net earnings show a 


very considerable gain. 
he traffic for the year was as follows: 
1878-79. 1877-78. Inc. or Dec. P. c. 

Train mileage...... .... 413,507 377,739 35,768 9.5 
Passengers carried..... 998,046 946,900 I. 51,146 5.4 
Passenger mileage.....10,522,966 9,754,529 I. 768,437 7.9 
Tons freight carried.... 393,132 322,900 L. 70,232 21.8 
Tonnage mileage....... 8,033,116 7,117,626 I. 1,815,490 25.5 

Per train mile: 
Earnings. : . 152.0cets. 155.0cts. D. 3.0cts. 1.9 
Net earnings.... .. 54.7 ** 54.5 * L 0.2 * 0.4 

Av. receipts: 
Per passouger per mile 2.6 * ao a an 0.4 
Per ton per mile....... 3.6" °° R Oe 166 


Cost per engine mile was 13.9 cents with wood and 13.2 
cents with coal. The cost of car repairs was 5.7 cents per train 
mile. Maintenance of way cost 22.7 cents per train mile, 
or $1,170.97 per mile of road. Station expenses were 9.2 
per cent. of gross earnings, general expenses 3.2 and taxes 
6.1 per cent. 
The income account was as follows : 

Net earnings, as above 
Interest, etc 


Total. : 
Ashuelot R. R. contract 
Interest paid 
Profit and loss 
Dividends, 8 per cent.... 


$221,252.45 
4,741.35 


nando $13,922.38 
12;203.68 


; 168,000.00 

——-——— 194,142.40 
Surplus for the year "$31,851.40 
Surplus, Oct. 1, 1878...... 
Add profit and loss, old ac 


counts 





Surplus, Oct, 1, 1879.... . $610,858.88 

The balance carried to surplus was equivalent to an ad- 

ditional dividend of |!¢ per cent, The net earnings were 
10%¢ per cent. on the stock. 

There were used in renewals 618 tons of steel rails and 
88,459 ties. All themain line but 844 miles is nowlaid with 
steel. Extraordinary repairs charged to expenses were the 
raising of 14 miles of track, new stone arches at Hatfield 
and South Vernon, and a double-track iron bridge of 51 feet 
span near Hatfield. A new freight engine was added to 

uipment, making 19 locomotives owned. The average 
mileage of locomotives during the year was 21,764 miles. 
Real estate costing $3,000 was bought. 

The report refers appropriately to the death of Mr. Daniel 
i Harris, for many years President of the company, in July 

ast. 


Kansas City, St. Joseph & Council Bluffs. 
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and from Pacific Junction to Council Bluffs, 17 miles, to the 


| Chicago, Burlington & Quincy. There are 37,06 miles of 


sidings, an increase of 3.29 miles during the year. 

The equipment consists of 36 locomotives; 18 passenger, 1 
dining, 7 baggage and express and 4 mail cars; 350 box, 325 
combination, 22 slat stock, 166 flat and coal and 16 caboose 
cars; 1 pay, 1 derrick and 1 pile-driver car; 134 hand, push 
and iron cars. Additions are 4 locomotives, 2 passenger and 
83 mail cars: 5 hand cars. 

The capital account is as follows: 


Stock ($11,142 per mile)... ........... cseeeeeeees $2,796,356 .71 
Bonded debt ($31,833 per mile)...... 7,989,474.51 
ee abide Vetus 35,257 .34 
Accounts, balances, accrued interest.............. 284,385.85 


Income account, balance........ ..sccccessesseeess 425,587 .93 


Lees eee $11,531,062.34 





, RE pt pe ; 
Road and equipment- ($41,954 
mile) 


per 

hi ates aN <a vases Lo. $10,529,665.15 
147,479.43 
49,180.22 


Real estate in St. Joseph not needed, 
Suspended accounts of doubtful 
value 
Stock in Union depots, etc.... 
Cash and bills receivable. ... . 


75,931.29 
8,909.53 
719,896.72 
-——_——— 11,531,062.34 
The bonded debt consisted at the close of the year of $500 
old bonds; $2,488,974.51 income bonds; $5,000,000 first- 
mortgage bonds, and $500,000 Council Bluff & St. Joseph 
bonds, which became due Jan. 1, 1880, and were paid on 
that day. The bonded debt is now, therefore, $500, less 
than appeared on the general account above. During the 
year, $6,943.05 stock was issued for old stock; $800 income 
bonds were issued for old bonds, and $504,477.87 first-mort- 
gage bonds were sold, realizing a premium of $72,550, the 
Saar ape a $500,000 of them, being held to redeem the 
»onds noted above as falling due Jan. 1 last. There was 
charged to the construction account $75,864.17 for new 
sidings, iron bridges and other improvements of road, and 
$37,401.76 for new equijment. The premium on bonds sold 
was deducted from construction account. The surplus of 
cash and available assets over current liabilities was $82,- 
990.30, 
The earnings for the year were as follows: 


1879. 1878 Inc. or Dec.  P.c. 
Passengers. ... $441,721.73 $390,154.26 I. $42,567.47 10.7 
Freight... ..... 1,204,046.71 1,016,360.59 I. 187,686.12 18.5 
Other sources... 122,385.65 118,136.00 I. 4,249.65 36 
Total... .....$1,768,154.09 $1,533,650.85 I. $234,503.24 15.3 
Expenses....,.. 1,065,663.93  1,085,591.67 D. 19,927.74 1.8 
Net earnings. $702,490.16 $448,059.18 I. $254,430.98 56.8 
Gross earn, per 
ME. 0s che Ss 7,072.61 4,134.60 I. 938,0L 15.3 
Net earn. per 
BRB. 6 cc's 000% 2,809.96 1,792.23 1. 1,017.73 56.8 
Per cent. of 
GR. ah-cin tees 60.30 70.78 D. 10.48 14.8 


Expenses include taxes, Kansas City bridge tolls ard some 
other rents. The net earnings were sufficient in amount to 
pay interest on the income bonds and also a dividend of 6 
per cent. on the stock, had nothing been used for improve- 
ments and new equipment, or in nai of floating debt. 

C 


The traffic for the year was as follows: 

Train mileage: 1879. 1878. Inc, or Dec. P.c. 
Passenger...... 430,269 393,428 I. 36.841 9.4 
Freight.... .... a3 492,239 415,559 I 76,680 18.5 
Service and switch- 

Pp 2 Pee ENE: 383,562 359,374 I. 24,188 6.7 

Total........ .. 1,306,070 1,168,361 I 137,709 11.8 
Car mileage: 
Passenger train cars. 1,745,994 1,289,810 I 456,184 35.4 
Freight cars......... 10,800,167 8,528,625 1 2,271,542 26.6 
Passengers carried 287,726 229,622 I. 58,104 25.3 
Passenger mileage ..15,344,857 12,903.214 I. 2,441,643 18.9 
Tons freight carried. 870,856 734,319 I 136,537 18.6 
Tonnage mileage... ..73,986,732 56,703,846 I. 17,282,886 30.5 

Av. train load: 

Passengers, number. 35.66 32.80 I. 2.86 8.7 

Freight, tons.... ... 172.¢ 136.44 1. 35.94 26.3 
Av. receipt: - 

Per passenger per 

eee 2.88 cts 3.94 cts. D. 1.06 cts. 26.9 
Per ton per mile....._ 1.70 ie * Dp 0.23 * 11.9 
Per train mile, gross.192.00 “ 189.00 “ I 3.00 * 1.6 
Per train mile, net.. 76.00 “ i ue 21.00 * 32.2 


Freight traffic includes company’s freight, whereof the 
ton-mileage was 3,358,303 in 1879, and 4,042,823 in 1878. 
Of the freight-car mileage, 70.8 per cent. was of loaded cars. 
Foreign cars ran 7,724,630 miles on this road, and this com- 
pany’s cars ran 7,044,324 miles on foreign roads. The 
average passenger train was 4.1 cars; average freight train, 
21.9 cars. The cost of locomotive service was 16.10 cents 
per mile. The cost of repairs and lubrication was 1.52 
cents per passenger car mile, and 0.07 cents per freight car 
mile. 

There was a large decrease in wheat shipments and a 
large increase in corn, lumber and coal. 

The income account, condensed, was as follows: 

Balance, Jan. 1, 1879... 
Net earnings, as above 


$83,457.48 
bette ts eee a EE via ie se S ded thie 702,490.16 

Total 
Interest paid 


. $785,947.64 
360,359.71 





Balance, Jan. 1, 1880............ .... alee 

A fuller statement of the financial transactions 

is as follows: 

i OIE 5. 50 ten + x2 0nd asdibiite hi Rhee 6p &Pé0 ¥% ; 

Sale of $504,477.87 first-mortgage and $800 income 
ERS i Aint tins sin one hina a cid a ena es ndiedg inks qeremmnes 

Collection of old debts and land sales............... 


$425,587.93 
of the year 
$702,490.16 


577,617.87 
2,948.45 














Totals ..3is6. igareses ... $1,283,056,48 
Construction and equipment .93 
Interest.......... ),359.71 
Old bond retired...............0+ 1,000.00 


Union depot stocks 
Floating debt paid off................ .. 
Old bonds due Jan. 1, 1880 (then paid) 
Stock yard and depot stock to be 
GI Ns 6 55 ETM SRG 


3,409.53 
216,531.01 
500,000.00 


1,200,066.18 





$82,990,30 


Surplus........ nal 
he surplus of available as- 


This surplus is represented by t 
sets over current liabilities. 

There were laid during the year 2,769 tons of steel rails, 
making 141.48 miles of track now of steei. Five spans of 
wooden bridge were repiaced by iron trusses on stone piers. 





This company worked the following lines during 1879, 
there being no change from the preceding year: 





entirely new trestle erected and others partly renewed. 
Nearly one-third of the numerous trestles on the line have 
been filled in with substantial stone culverts where needed, 
525,658 cubie yards of earth having been used in this work. 


To substitute solid embankments for all the remaining tres- 
tles that can be filled will, it is estimated, take about 


1,338,000 cubic yards of earth, and the work is in p 


The Charlotte depot has been enlarged, an engine house and 





Miles. 
Kansas City, Mo., to Council Bluffs, Ia...................0... 198.80 
Council Bluffs to U. P. transfer grounds..................... 1.40 
Winthrop Junction, Mo., to Atchivon Bridge............... 1.17 
Main Line to East Nebraska City, Ia..................... ‘ 2.26 
I is OO sa. oie 0 wine cas cn dveceboceas . 50,20 


Total.. os Roda Af AE oe A Pb aang anys em 

The main line from Harlem into Kansas City, 1.50 

and some other short 
250.98 miles owned. 


tniles, 


he com 





pen 
Nebraska City, 10.85 miles, 


tracks from Hamburg to East 





ieces of track are leased, leaving 
y leases the use of its 


Seven spans of iron truss and eight plate girders are now 
| under contract. 

| Changes affecting this road are the completion of the Chi- 
| cago & Alton to Kansas City; the running of trains by the 
| Chicago, Rock Island & Pacific to Kansas City and St. Jo- 
| seph over the Hannibal & St. Joseph tracks, and the comple- 

tion of the Wabash, St. Louis & Pacific to Council Bluffs. 

| Arrangements have been made to build this year the Nod- 
| away Valley Branch from Bigelow, Mo., by Mound City up 


-.253.83 | the Nodaway to Burlington Junction on the Chicago, Bur- 


| lington & Quincy’s Clarinda Branch, 32.4 miles. Also the 
Tarkio Valley Branch, from Corning, Mo., up the Tarkio to 
the Iowa line, 25.3 miles. Both lines are expected to be val- 
uable local feeders. 











